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Merging Transport Ministries 


HE decision announced by Mr. Winston Churchill last 
week, to amalgamate the Ministries of Transport and 

of Civil Aviation, is timely. Apart from the economies 
effected, the increasing competition between the railways 
and airline operators of this country for internal, Anglo- 
Irish, and Continental traffic necessitates thinking in terms 
of transport as a whole. The responsibilities of the Sec- 
retary of State for the Co-ordination of Transport, Fuel & 
Power, Lord Leathers, are in a wider sphere. Under him, 
it is true, the two existing Ministries, Transport and Civil 
Aviation, share one Minister; but that is their one point of 
union, and the physical fact of two separate Ministries in 
separate places, and Mr. Alan Lennox-Boyd’s many pre- 
Occupations in both—including the Transport Bill—does 
not make for consideration of air and surface transport 
as the one problem it is. What element of divergence 
exists is to be recognised in the retention of two separate 
Parliamentary Secretaries. | Otherwise the Minister’s ad- 
visers collectively will have all transport as their sphere— 
which cannot fail to have its proper psychological effect. 
One question that needs consideration by a unified Ministry 
is that of the subsidy of the internal and of the shorter air 
services to Ireland and the Continent, in contrast to the 
competing train and steamer services of British Railways, 
which must and do pay their way unaided. Transport 
subsidies in any case are objectionable, because they dis- 
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guise financial facts and generally discourage initiative in 
the transport agency—though it is not suggested that 
British European Airways and the other air carriers lack 
these qualities. A review of this question by a single 
Ministry might at least ensure healthier, because less 
restricted, competition between surface and air transport. 


Passenger Charges Scheme Appeal 


THE hearing was in progress as we closed for press of 
; the London County Council’s appeal against the re- 
jection of its plea, supported by eleven other bodies, that 
the Transport Tribunal should not consider the B.T.C. Pas- 
senger Charges Scheme, 1953, on the grounds that it is 
only an amendment to an existing scheme. When the 
hearing Opened on Tuesday, it was stated that this was 
thought to be the first case of its kind to come before the 
Court of Appeal from the Transport Tribunal. It had 
been suggested that the right to make such an appeal had 
been abrogated by the Railway & Canal Commission 
Abolition Act, 1949, but this was not the intention of 
Parliament, and Mr. Charles Russell, representing the 
B.T.C., said he supported the L.C.C. in so far as its right 
to appeal was concerned. The proceedings have been ex- 
pedited because the Transport Tribunal’s inquiry into the 
proposed increases is due to begin on Monday. One point 
arising from the grounds of appeal is how the date of 
coming into force of a scheme is to be defined, and hence 
when the 12 months have elapsed after which amendments, 
as distinct from a new scheme, can be considered. The 
present Passenger Charges Scheme, 1952, was designed to 
apply in part from March 2, and in part from May 1, 
but in fact the operation of the second half was suspended 
by Government intervention and did not become effective, 
in modified form, until September 1 last. 


The G.N.R.(I.) in 1952 


N the course of his remarks at what may prove to be the 
last annual general meeting of the Great Northern 
Railway (Ireland), Lord Glenavy, the Chairman, was care- 
ful to point out that of the £905,000 for which the Govern- 
ments in Dublin and Belfast accepted responsibility, 
£395,000 was expenditure for renewals and replacements, 
and the other £510,000 the cost of exercising on the com- 
pany what he termed “the unco-ordinated activities of 
numerous State agencies.” The company increased its 
gross receipts by £238,000—an increase, which, if main- 
tained, would bear out the stockholders’ assertion that the 
railway was essentially sound and an under-valued property 
but it was compelled to pay out in 1952 far more than 
it was ever likely to be able to afford. Twelve months had 
passed without acquisition of the company being com- 
pleted but Mr. G. B. Howden, the General Manager, had 
been appointed Chairman of the Ulster Transport Author- 
ity. Mr. Howden, added Lord Glenavy, had been doctor 
and nurse to the Great Northern for more than twenty 
years and he would continue in attendance until its funeral. 
It would not be surprising if he were to appear in a promi- 
nent role when it was resurrected. 


International Refrigerated Traffic 
REMARKABLY successful example of international 


A co-operation in transport is afforded by the services 
of insulated and refrigerated wagons between European 
countries and from them to Great Britain by means of the 
Dunkirk-Dover or Zeebrugge-Harwich ferries. Spain and 
Portugal can send through consignments without tranship- 
ment at the French frontier by using wagons with inter- 
changeable axles, constructed and owned by a Spanish com- 
pany, Transfesa; the changeover from broad to standard 
gauge, and vice versa is made with a minimum of delay. 
An extension of this service to North Africa via Algeciras- 
Tangier is foreshadowed. In his paper to the Railway 
Students’ Association on February 25, Mr. W. Purdom, 
General Agent for Great Britain of the Interfrigo Com- 
pany, gave a comprehensive account of the rapid growth 
of refrigerated traffic since the war, the technique involved, 
and the activities of Interfrigo, which is an undertaking 
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jointly owned by British Railways and nine Continental 
railway systems. Interfrigo began operations in 1950 and 
now has over 500 wagons, of which 300 can run over 
British Railways. Their design is the result of the pooled 
ideas and research of the member administrations. 


Overseas Railway Traffics 


OUTH AFRICAN RAILWAYS total receipts during 
January tended to fall below those of January, 1952, 
mainly because of a declining trend as against last year 
in miscellaneous goods receipts, whilst passenger and mail 
and parcels tended to rise and coal traffics fluctuated. 
Nevertheless, aggregate total railway receipts from April | 
last to January 24 were £83-7 million compared with £81°8 
million a year before; of this the corresponding passenger 
element was £13-2 compared with £124 million, miscel- 
laneous goods £53°3 against £52-3 million, coal £8-3 against 
£8 million, and “rents, etc., and miscellaneous” £4°8 
against £5:3 million. For the same ten months S.A.R. & H. 
aggregate harbour receipts were £46 against £5-2 million 
and those from the airways undertaking £3-5 compared 
with £2-9 million; airways receipts in January continued 
well above those of a year before. Gold Coast Railway 
receipts for December at £396,000 were nearly £18,000 up 
on the previous December; this reflects the aggregate from 
April 1 to December 31 last of £2:81 million compared 
with £2-47 million for the corresponding months of 1951. 


Progress of Pennine Electrification 


P ROGRESS with the Manchester-Sheffield electrification 
has been governed by the work on the new Woodhead 
Tunnel, where various constructional problems have de- 
ferred completion. It is now estimated, however, that the 
tunnel will be fully excavated by July and also that the 
tracks will be laid and the overhead line through the bore 
erected some time in the summer. The works were in- 
spected on February 28 by Mr. John Elliot, Chairman of 
the Railway Executive, who afterwards returned to Peni- 
stone in one of the electric locomotives now working freight 
traffic between Dunford Bridge, at the eastern end of the 
tunnel, and Wath. At the western end the 33 kV. feeders 
have been installed between the tunnel and Manchester. 
Much of the overhead line equipment is also in position in 
this section, and substations are under construction at Had- 
field, Woodhead, and Gorton. New station premises and 
small signalboxes have to be provided at Woodhead and 
Dunford Bridge. Completion of the scheme will bring the 
opportunity for a fair assessment of the capabilities of 
electric traction on this route, for not only will the locomo- 
tives be working in conditions for which they were designed, 
but modifications shown to be necessary by experience in 
their present limited sphere of action will have been incor- 
porated. 


Booking and Inquiry Facilities at Paddington 


N describing the rebuilt Paddington booking office as 
“one of the biggest shops in London” Mr. John Elliot, 
Chairman of the Railway Executive, emphasised the im- 
portance of premises where railways sell their services 
being on a par with contemporary commercial standards. 
This does not mean that they should merely copy the styles 
of other establishments, and our description of the office 
on another page shows how the Architect’s Office of the 
Western Region has maintained individuality in the de- 
sign, while achieving an effect that will not seem dated 
even in ten years’ time. A natural mahogany veneer on 
the plastic sheets between the ticket windows gives a warm 
tone to the general effect of the interior decorative scheme, 
and both sides of the hall have local lighting fittings of 
attractive design to show their colours to advantage. Illu- 
minated signs at right angles to the counter direct travellers 
to the appropriate windows, and the train departure notices 
are prominently displayed. Another recent improvement 
at Paddington is the new inquiry office, now separated from 
the seat reservation office. An acoustic ceiling designed to 
deaden station noises is a feature that will be appreciated 
by all who use the premises. 
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Topicality in Poster Advertising 


AN opportunity to link poster advertising with current 
events prominently in the public mind was seized with 
speed and effectiveness by the Public Relations & Publicity 
Officer’s Department of the Eastern Region after the recent 
East Coast floods. On February 20 The Daily Telegraph 
commented in a leading article that a busy season would 
be more important than ever to the East Coast resorts a/ter 
the losses and damage they had suffered, and that prac- 
tical help could be given by -planning a holiday in that 
direction. This suggestion was embodied in an Eastern 
Region poster that was first displayed only four days later, 
on February 24. The poster is reproduced elsewhere in 
this issue. It is simple in layout, consisting of a cutting 
from the article concerned, displayed on a coloured back- 
ground with the minimum of other letterpress. The words 
“the resorts will be ready to welcome you” at the foot of 
the poster sum up the theme of the extract from the article. 
Posters are judged by various standards, of which topicality 
is One of the less common. The originality of the present 
example is emphasised by the fact that it has been repro- 
duced subsequently in ‘“ Peterborough’s™” column in 
The Daily Telegraph. 


Keeping an Uneconomic Line Open 


OW to save an uneconomic branch line from closure 
has been demonstrated recently by the town of 
Taylorsville, North Carolina, U.S.A. When the Southern 
Railway had obtained sanction from the Interstate Com- 
merce Commission to cease operation of the 184-mile 
branch between Statesville and Taylorsville (which was 
being worked at a loss) and was preparing to take up 
the track, the citizens of Taylorsville banded themselves 
together to raise sufficient capital to buy the derelict line. 
An offer to the Southern Railway of $50,000 for the track 
and various facilities was accepted, and sufficient further 
capital was raised to buy a 360 h.p. diesel-electric loco- 
motive. With encouragement from the Southern Railway, 
and spurred on by their own financial interest in the line, 
the people of Taylorsville set out to make it pay. So 
successful has been the operation of the Alexander Rail- 
road, as it is now called, that already it is showing a 
4 per cent return on the investment, partly as the result 
of freight traffic attracted back from the road to rail. 
Whether or not the operators are free from the restrictive 
practices imposed on American railways by their agree- 
ments with the brotherhoods is not stated; but the success 
of Taylorsville may well be a poinier to other towns 
threatened with the loss of their railway facilities at the 
present time. 


Rolling Stock for City Services 


vues for increased comfort put forward by 

travellers on the New York subway often refer to 
improvements in heating and to air conditioning. As the 
feet appear to be the members most reactive to cold weather, 
Colonel S. H. Bingham, Chairman of the City of New York 
Board of Transportation, has asked whether developments 
in materials might not now make it worth while considering 
radiant heating by electricity for car floors. Colonel Bing- 
ham was addressing the American Institute of Electrical 
Engineers; to whom, he said, he was glad to turn over the 
problem of air-conditioning because he was advised that at 
present half the cars on a New York subway train would 
be required to house the equipment needed to cool the re- 
maining cars. On the subject of lighting, he said it was felt 
that the contribution to passenger comfort made by fluores- 
cent lamps was worth the additional cost, but he hoped that 
lighting engineers could reduce these costs. Although 
Colonel Bingham was dealing specifically with the rapid 
transit type of car, he emphasised that in his view similar 
considerations applied to stock for main-line suburban trains 
for he thought that urban season ticket traffic ought to 
be handled in general on the basis of the “ rapid transit ” 
system rather than as “a step-child of traditional main-line 
passenger service.” 














i i a td 


FT" COS eS er? lt 











March 6, 1953 


Freight Train Braking 


HE constant increase in the length and weight of Ameri- 
can freight trains, made possible by multi-unit diesel 
and powerful articulated steam locomotives, is creating 
considerable problems in the matter of adequate brake 
control. Trains of up to 100 bogie wagons today are com- 
mon over many main routes; on the flatter lines 130- and 
140-wagon trains are not uncommon; and the lines bring- 
ing,ore down from the Mesabi mines to Duluth and other 
ports on the Great Lakes are made up to a maximum of 
i80 bogie ore hoppers. All the wagons are, of course, con- 
tinuously braked, but it takes an appreciable time for a 
brake application or a release from the locomotive to be- 
come effective along the full length of a train which may 
be well over a mile long. Another problem is that of charg- 
ing the whole train line with compressed air. If this is done 
from the locomotive only before one of these trains is 
started, the time for a full charge, allowing for average 
leakage, may be 40 to 50 min. At many of the large Ameri- 
can freight yards, special high-capacity charging plants have 
been installed for the sole purpose of supplying compressed 
air to train-lines at several points along the length of the 
long freight trains, in order to curtail the time of preparing 
trains for departure. 


Transport Bill in the House of Lords 


UDGING from the Second Reading debate on the 
Transport Bill which occupied 12 hours on February 
23, 24 and 25, the House of Lords is about equally divided 
for and against the Bill. There was no voting, but a study 
of the speeches provides the following list of supporters 
and opponents in the order of speaking : — 
For the Bill Against the Bill 

Lord Leathers Lord Lucas of Chilworth 
Lord Teynham Lord Pethick-Lawrence 
Lord Rea Lord Burden 
Viscount Goschen Viscount St. Davids 
Viscount Bridgeman Earl of Radnor 
Lord Gifford Lord Wise 
Earl of Home Lord Mathers 
Lord Hawke Viscount Elibank 
Earl of Selkirk Lord Bilsland 
Viscount Ridley Earl of Lucan 
Viscount Falmouth Lord Winster 
Viscount Long, Lord Kenswood 
Lord Fairfax of Cameron Lord Ogmore 
Earl of Birkenhead Earl Jowitt 
Marquess of Linlithgow Lord Sandhurst 
Viscount Swinton Lord Silkin 


Total 16 Total 16 


Viscount Ridley, who in general spoke for the Bill, ex- 
pressed important reservations; the Earl of Elgin, who also 
spoke, came down on neither one side nor the other. The 
Earl of Home (Minister of State, Scottish Office) made the 
remarkable statement for a Government spokesman: “ We 
have no objection to integration.” 

“I do not think,” said Lord Leathers in opening the 
debate, “there is anyone who, in broad principle, dis- 
agrees with the proposal to decentralise the railways.” 
About three hours later he had to listen to the Earl of 
Radnor, a member of his own party, most seriously ques- 
tion this very proposal in a speech which had a consider- 
able effect on the whole debate. Not only that, but there 
was Lord Winster describing the Bill as “crude and 
clumsy ”-and as having “ glaring defects.” Lord Radnor’s 
powerful speech on railway organisation came after Lord 
Leathers had explained that decentralisation did not mean 
the complete abandonment of central control, but merely 
some shift of the balance of power. How this interpreta- 
tion can be reconciled with subsection (2) of clause 14 it is 
hard to see. Lord Leathers did not think that the pro- 
posals meant a black future for the railways. He had 
three reasons for this: —(1) decentralisation of organisa- 
tion, (2) lightening the restrictions on capital investment 
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(which has nothing to do with the Bill), and (3) the free- 
dom on railway charges. We must, therefore, have faith 
in the Government and hope that they know what they 
are doing, since on railway reorganisation Lord Leathers 
remarked that it would be “improper for us to air our 
views at large at this early stage on what the contents of 
the scheme should be.” Apparently, railwaymen who are 
devoted to their industry can relax and leave it to the 
Government. Or can they? Nothing we have heard 
either in the House of Commons or the House of Lords 
has caused us to change our views on what the future rail- 
way organisation should be—expressed clearly in our issues 
of November 7 and December 26, 1952. Indeed, as the 
discussions have proceeded, it seems to us that the Minister 
of Transport is moving near to them, in thought at any 
rate, although clause 14 of the Bill still stands in its 
original form. 

Lord Leathers gave the only specific new piece of in- 
formation in the whole debate when he stated that the 
British Transport Commission “ will be reconstituted and 
enlarged.” The Earl of Birkenhead contradicted the state- 
ment made by Lord Hinchingbrooke in the House of Com- 
mons on February 10 that the Docks & Inland Waterways 
Fxecutive would be continued. Lord Birkenhead said that 
whether docks and harbours would be administered by an 
Executive or by some other organisation under the Com- 
mission’s control “ cannot be decided now.” The Railway 
Executive at least is not in the position of uncertainty of 
the D. & I. W. Executive. 

A most interesting contribution came from Lord Bilsland 
on Scottish transport. The Scottish Council, he said, 
wanted the following:—The new Transport Council for 
Scotland should be composed of a director of each of the 
different transport undertakings and not the officers. In 
support of this, he called in aid the recent report on Ulster 
Transport, but he seemed to have misread that document 
The functions of the Council should be (a) to formulate 
and submit policy, (b) to co-ordinate all transport services, 
(c) to formulate schemes to effect economies, develop ser- 
vices, transfer services from one agency to another, and 
eliminate services where necessary, (d) to express an 
opinion on capital expenditure and formulate schemes for 
the common use of property and equipment, (e) to promote 
the unification of departments and thus provide common 
services for all agencies, (f) to deal with submissions from 
corporations and other public bodies, and (g) to propose 
rates and fares by rail and road. 

What all this amounts to, in general, is the appointment 
for Scotland of something like the existing British Trans- 
port Commission. In addition, two members of the Trans- 
port Council for Scotland, one being the chairman, would 
sit on the reconstituted B.T.C. in London. Also there 
would be a board of directors for the Scottish railways. It 
was shortly after this that the Earl of Home, a member 
of the Government, said there was no objection to integra- 
tion—in Scotland! There is no doubt that Scottish 
opinion is very determined over this Transport Bill. If it 
cannot have what it wants, then it prefers that the Bill 
should not apply to Scotland. It seems not wildly im- 
probable that the force of Scottish nationalism may sooner 
or later succeed in getting a Scottish Parliament estab- 
lished, perhaps on the lines of Northern Ireland. As re- 
gards transport, there is a close parallel with the L.M.S.R. 
and its Northern Counties Committee in Ulster. That line 
did not pay, but it was kept open because the road-rail 
issue had not been resolved and (as a secondary considera- 
tion) because of the contributory value of the services 
across the Irish Sea. It could not have continued in- 
definitely in the position it was in. If there were to bea 
Scottish Parliament some day, and the same sort of rail- 
way autonomy as in Ulster, there will be a gradual reduc- 
tion in contact between railway officers north and south 
of the border. Then, sooner or later, the controllers of 
British Railways might have to say to the central Govern- 
ment that for financial reasons it could not justify the 
continuance of the Scottish railways, and it would then be 
a matter for settlement between the central Government 
and the Scottish Parliament on political grounds. These 
kinds of considerations suggest that the Scottish position in 
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the present Transport Bill requires to be handled with great 
care on both sides. 

Finally, there was Lord Radnor’s speech. “So far as 
service to the public is concerned,” he said, “ it is my belief 
that the railway service has continued at as good a level 
as, if not better than, could have been maintained by the 
railway companies had they been in private hands.” He 
found the words of clauses 14 and 15 vague and not easy 
to understand. He wished to know how far the Govern- 
ment thought delegation could go. He had no great objec- 
tion to getting rid of the Railway Executive, but it seemed 
the intention was to set up an unspecified number of 
authorities to do the work the R.E. did now. He outlined 
the matters which could not be delegated and instanced 
the unfortunate effect if this were attempted, including the 
cost, and concluded, finally, that as regards area boards: 
“TI do not see people taking on directorships with no power 
of control and able to do nothing beyond operating in 
their area.” He proceeded to say that he doubted if the 
freedom on charges went far enough. “When one has been 
a railway director as*long as I have,” he concluded, “ one 
has a great feeling for the railways as a service. I have a 
feeling that the provisions of this Bill will strike a blow at 
the railway service and, in an attempt to put the clock back, 
will disrupt that service to a degree which will react 
seriously on the transport of this country.” 


Centenary of Craven Bros. (Manchester) Ltd. 


ULY this year marks the cenfenary of Craven Bros. (Man- 
chester) Ltd., Vauxhall Works, Reddish, Stockport. 
From its earliest beginnings up to the present time the firm 
has specialised largely in the manufacture of railway 
machine tools of many types. The firm was founded in 
1853 by the brothers Greenwood and William Craven, both 
of whom had been apprenticed to well-known engineering 
companies and were employed by Fairbairns & Company, 
Ancoats, at the time of their decision to start a business 
of their own. The original premises were in Salford, and 
it was here that they executed their first job, the building of 
a planing machine for their own use. There appeared to 
be no difficulty in obtaining work of a general character 
and the business soon moved to larger premises in Man- 
chester, where they concentrated more particularly on the 
building of machine tools. 

In 1858 a younger brother, John Craven, joined the firm 
to handle the ever growing commercial side. As the busi- 
ness prospered, operations were moved in 1863 to larger 
premises in Osborne Street, Manchester, and in 1885 the 
firm was made into a limited company with Mr. Green- 
wood Craven as its first Chairman. By the end of the 
nineteenth century the business had grown to such an extent 
that further expansion was necessary and, beginning in 
1900, a new works was built at Reddish, Stockport. The 
transfer from Osborne Street took place gradually and it 
was not until 1920 that the old works were finally closed. 

A further change took place in 1928 when the company 
absorbed the machine tool departments of Sir W. G. Arm- 
strong Whitworth & Co. Ltd., Manchester; Thomas Shanks 
& Co. Ltd., Johnstone; and Joshua Buckton & Co. Ltd., 
Leeds, whose works were closed down and their manufac- 
tures concentrated with those of Craven Brothers at Red- 
dish, necessitating considerable building extension and the 
eventual disposal of the crane department in 1931 to Herbert 
Morris Limited, Loughborough. At the close of 1929 Mr. 
J. R. Greenwood, the present Chairman & Managing 
Director, joined the company, becoming the new Chairman 
in 1936, when further reconstruction occurred. Extensions 
to plant and buildings followed and a nearby subsidiary 
works was purchased in 1939. Since 1946 further extensive 
additions have been made, especially to the erection depart- 
ment where an exceptionally large bay has been built in 
which it is possible to construct machine tools of the largest 
capacities. 

At the outset, work of a very general machine-tool nature 
was undertaken, but gradually prominence was given to 
the many universal and special-purpose machines required 
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in railway locomotive and rolling stock manufacture and 
maintenance. The present output in this important section 
of the firm’s activities is required not only for British Rail- 
ways, but also for many railways throughout the world, 
particularly those of South Africa and India. It is interest- 
ing to note that the centenary of the firm coincides wih 
that of the Indian Government Railways with which it 
has been associated for almost the whole of the century. 
Predominant in the needs of the railways is equipment {or 
reconditioning locomotive and rolling stock wheel seis, 
which includes double-end wheel turning lathes, axle 
journal re-turning and burnishing or grinding machines of 
various types as well as many types of machine tools for 
dealing with axles, wheel centres and tyres, all of which 
are within the range of the firm’s manufacture. 

Although railway machine tools occupy a large propor- 
tion of Craven’s manufacturing programme, machines of 
the larger and heavier-duty types are supplied to the heavy 
engineering and electrical industries throughout the world 
and are built in a very wide range. These include lathes 
in single or double end form, vertical boring and turning 
mills in sizes from 5 ft. to 50 ft., and double-column planing 
machines up to 60 ft. stroke. The design and manufacture 
of heavy machine tools for the steel and other industries, 
which include roll turning lathes, grinders, diesel engine 
crankshaft lathes and so on, were developed during the pre- 
war years, and more recently universal] and turbine gear 
hobbing and special purpose machines. 


Interference with Signalling Circuits 


WHEN the first electric signalling circuits, which were 

simple needle-telegraph circuits, came into use on 
railways, the only source of interference that caused 
concern to those who had to look after them was that 
arising from lightning and related atmospheric effects— 
apart from any coming from direct false contact between 
one circuit and another, against which care in installing and 
maintaining the lines ordinarily would suffice. These 
atmospheric effects, it is true, often were sufficient to cause 
damage and even to harm persons working the apparatus, 
leading to much thought being given to providing protec- 
tion against such disturbances. 

For some time too the destruction or, what was from 
an operating point of view worse, the reversal of the 
Magnetism in the instruments constituted a great nuisance. 
The invention of induced needles, the most popular form 
of which was thai due to C. E. Spagnoletti in 1869 and 
still used in large numbers, eliminated the danger of 
permanent reversal of signals; but the other difficulties 
remained to be countered as best they could and they 
applied of course to other low-voltage electric signalling 
appliances, besides telegraph and block instruments, as 
they came more and more into use. 

The situation assumed a new aspect, however, as soon 
as electric power and traction supplies began to come into 
existence, and there arose the often debated problem of 
how best to protect against the influence of “stray” or 
“ foreign” current. The fact that the early electric tram- 
ways and railways, at least in Great Britain, used the run- 
ning rails as an earth return, all the governing factors 
of which were at first not undetstood, led to unwished-for 
effects being experienced with signalling instruments. This 
involved some risk in the working of traffic. Such instru- 
ments hitherto had always been worked with earth return 
and it became apparent that in some areas this would 
have to be given up. By this date also the telephone had 
become fairly well established and called for its own 
methods of protection against external influences which 
sometimes made intelligible communication impossible. 

The erratic and unlooked for character of these inter- 
ference effects made it difficult at first to arrive at any clear 
ideas on the subject. It was seen that earth current 
influences could extend to great distances, although 
ordinary railway signal equipment was not of so delicate a 
character that this had to be feared. The then Engineer 
to ihe Post Office, Sir William Preece, speaking at the 
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Institution of Civil Engineers in 1893 on Edward 
Hopkinson’s paper on the City & South London Railway, 
said that at the cable station near North Walsham, 
controlling the lines to Northern Europe, the clerks could 
“ distinguish the motion of every single train” on the line 
but that ordinary telegraph apparatus had not been unduly 
affected, even in London. This distant action was thought 
the more surprising as the line was in iron tunnels through- 
out, except at stations, the original ones not being shield- 
driven, but even there the tunnels were joined through by 
cables. 

The danger of electrolysis from “stray * tramway and 
railway return currents was another matter; but this and 
interference with signal systems was combated by the 
Board of Trade imposing very strict regulations on return 
voltage drop. In some cases an insulated return was called 
for. The first London tube to use one was the Great 
Northern & City in 1904, and the District and Metropolitan 
Railways and the remaining tubes then building, did so. 
The L.C.C. conduit tramways had this feature, and certain 
sections worked on the overhead system had the double 
trolley seen in a few cities abroad. 

Additional difficulties arose with the adoption of a.c. 
power transmission lines and later traction systems, with 
their high voltages on feeders and contact wires. These 
caused much trouble on the Continent in countries using 
magneto type a.c. block apparatus, originally adopted to 
provide protection against false contact with d.c. telegraph 
circuits. Much research was devoted to the investigation 
of the phenomena and large sums expended in cabling 
telecommunication and signalling circuits or removing them 
to a distance from the railway, erecting screening arrange- 
ments and so on. In this way a reasonable degree of 
security against interference seems to have been obtained, 
though the problem is still the subject of much thought and 
experiment. 

The increasing extension in recent years of very high 
voltage lines has kept the question to the fore. The nature 
and effects of the various factors involved were ably pre- 
sented in a paper read before the Institution of Railway 
Signal Engineers on January 13 last by Mr. D. R. Turner, 
who has had great experience in telecommunications and 
studied at length the scientific aspects of the problem of 
influence between power and other types of circuits. While 
overhead lines continue in service there presumably must 
always remain certain classes of risk against which it is 
diflicult to obtain complete safeguards, and no doubt the 
ideal, if one could afford it, would be to cable everything. 
This would bring the additional advantage of eliminating 
disruption of facilities in bad winter conditions, of which 
we had a most unwelcome example on our railways a year 
or two ago. 


‘ 


Rhodesia Railways 


HE annual report of the Rhodesia Railways for the 
twelve months ended March 31, 1952, which we have 
received from Sir Arthur Griffin, then General Manager, re- 
flects a year of continued progress in increasing the capacity 
of the system despite insufficient equipment, staff, and other 
resources. The unprecedented economic development since 
the end of the war of the territories served, unrelenting 
pressure on the system, and the increased traffic brought 
about by a rapidly expanding economy have imposed an 
almost impossible burden on old facilities. Although addi- 
tional equipment obtained during the past few years has 
allowed much increased traffic movement, it cannot be put 
to maximum use until large expansion works are completed. 
These, including goods sheds and yards, new engine sheds, 
new water supplies and other operating facilities, are well 
in hand but cannot reasonably be brought into use for some 
time. Until the restriction of existing main depots and 
yards is removed, periodic traffic congestion is liable to 
occur. 
The principal customers of the railways are urged to 
examine the possibility of improving their own layouts and 
facilities, as at present some of them are often unable to 
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clear expeditiously goods arriving for them by rail. During 
the year demurrage charges were considerably increased to 
emphasise the serious effect of terminal delays on railway 
operating. 

The following table compares some of the main results 
for the year under review and the previous year :— 


1950-51 1951-52 
Mileage open 2,435 2,435 
Gross ton-miles (thousands) 5,701,245 6,249,172 
Average haul (miles) 415 
Train-miles 8,757,606 9,541,534 
Engine-miles ... o 10,421,099 11,417,196 
Tonnage conveyed :— 
General merchandise ... 3,170,651 3,486,362 
Coal & coke 2,167,165 2,334,775 
Minerals 1,351,448 1,475,389 
Total tonnage conveyed , on 6,689,264 7,296,396 
Total passenger journeys ... on we 2,964,082 3,099,214 
Receipts :-— £ £ 
General merchandise ... 6,924,061 7,341,462 
Coal & coke 1,160,249 1,198,983 
Minerals 2,086,781 2,578,511 
Coaching i 1,403,916 1,565,635 
Road motor services oad 308,169 392,344 
Total revenue oni 12,308,176 13,545,609 
Total expenditure ... 10, 154,480 11,963,695 


The ratio of engine miles to train miles on the sections 
north of Bulawayo was 1-196 compared with 1-190 for the 
preceding year. During the last five years the tonnage 
hauled has increased by 70 per cent and the net ton mileage 
by 67 per cent. Locomotive tractive effort has been increased 
by 35 per cent and the number of wagons by 50 per cent. 
Recent commitments and deliveries will increase the tractive 
effort by 122 per cent over 1946-47 and wagons by 105 per 
cent. Chrome ore carried decreased by 41,504 tons to 
304,904 but copper for export increased by 41,965 tons to 
419,083. At the same time petrol, oils, and lubricants 
increased by 13,479,851 gal. to a total of 53,589,408 gal. 

The decision to proceed with the building of the direct 
line to the port of Lourengo Marques is mentioned. This 
will be the first extension of the system for many years and 
it is expected to bring great benefits. The route selected is 
the only one from the central plateau which does not involve 
negotiating a difficult escarpment requiring steep gradients 
and sharp curves. 

The rating structure has been revised, and many anoma- 
lies removed. Additional revenue should result this year. 
A Study Branch has been introduced, under the direct con- 
trol of the General Manager, and the services of the branch 
are available to all departments. It is reported that some 
operations have been analysed with spectacular results, 
special attention having been given to problems of labour, 
productivity, job-analysis, ngaterials, and economy. Plan- 
ning on a triennial basis has continued. 

In some grades of the staff there was an undue incidence 
of overtime working, which, it is stated, tends to produce 
the impression that the resulting pay packet is normal; and 
there has been resentment against reorganisation designed 
to reduce or eliminate overtime working. Continued in- 
stability in some grades is mentioned. The five-day 44-hr. 
week introduced in January, 1950, applied during the period 
under review, with some improvements in individual produc- 
tivity; but there were also deteriorations, despite efforts to 
improve organisation, and there was a 26 per cent increase 
in overtime worked. There is some criticism of the stan- 
dard of education of prospective apprentices and a shortage 
of ‘applicants for the heavier trades. 

The African Affairs department reports rapid develop- 
ment of African railway workers’ organisations in both 
Southern and Northern Rhodesia. Many demands were 
made for improvements in conditions of service with little 
recognition of the need for greater efficiency on the part of 
the workers. Conflicting legislation (if not over-legislation) 
is reflected in the difficulties encountered in arranging 
accommodation for African employees. 

In the Chief Mechanical Engineer’s department improve- 
ment is reported in maintenance and repairs; for the latter, 
the lowest figure achieved was 31 days at Bulawayo for 
straight engines and 33-50 days at Umtali for Garratts. 
Stores stocks totalled £4,499,980 compared with £4,134,071 
for the preceding year, and local purchases increased from 
£1,856,296 to £2,496,764. Each year an increasing propor- 
tion of requirements is met from local sources. 
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THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Indicating Train Formations 


February 24 
Sir,—In your issue of January 23, you published a letter 
in which it was stated that the French National Railways 
had installed train formation indicators at some of their 
principal stations. This arrangement is by no means con- 
fined to principal stations; in 1950 I saw, and in fact photo- 
graphed as a matter of interest, a train formation indicator 
at Hendaye Plage (S.W. France), a very small station 
indeed, with only an up and down platform and very few 
trains. 
Yours faithfully, 
K. JESPER 
49, Doncaster Road, Selby, Yorks 


Anglo-Scottish Train Speeds 


February 21 

Sir,—It is good to learn, on the authority of Mr. John 
Elliot, as reported in your February 13 issue, that there will 
be “considerable savings” in Anglo-Scottish timings this 
Summer, but will they be “as a result” of raising the speed 
limit from 80 to 90 m.p.h. ? 

How many miles of its journey does the “ Royal Scot” 
cover at 80 m.p.h., and of that mileage how much would 
it cover at substantially over 80 (not to mention 90) m.p.h. 
if permitted ? Assume that as a result of raising the limit 
from 80 to 90 m.p.h. it will cover 40 miles at an average 
speed of 85 m.p.h. instead of at the present limit of 80 
m.p.h. A simple piece of arithmetic will show that the net 
saving in journey time will be slightly under two minutes. 
It is obvious that “ considerable savings ”’ in time can result 
only from a general raising of the speed level throughout 
the journey, and on all but the very exceptional high-speed 
services minima are far more important than maxima. 

Yours faithfully, 
W. G. POLACK 
294, Hagley Road, Birmingham 17 


Costs of Railway Organisation 


February 23 

Sir,—In your article on “ The Transport Bill On Report ” 
on page 199 of your issue of February 20, I note that you 
comment on my observation that in 1947 the total cost of 
all fees to railway directors in this country was £96,000, and 
the Railway Executive in 1951 cost something like £500,000. 

You observe that “as the Railway Executive is more 
nearly the equivalent of the old General Managers the com- 
parison was not of great value...” but surely you are not 
suggesting that the old General Managers received £500,000 
between them ? 

With respect, I submit that my comparison is a closer 
analogy than yours since the Chief Regional Officers have 
had to maintain the offices and staff-ef the old General 
Managers almost intact, replacing the staff transferred to 
the Railway Executive, so that that body is an addition to, 
not a substitution for, the establishment of the old General 
Managers. 

The point is that it would seem that the cost of the Rail- 
way Executive and the Chief Regional Officers and their 
departments total considerably more than the old General 
Managers, their departments, and the directors; and that 
this is a relevant factor in considering reorganisation, one 
of the objects of which must be the maximum efficiency with 
the minimum cost. 

Incidentally, my observation was called forth by a speech 
of Mr. John Hynd (Sheffield, Attercliffe) on February 9 
(Hansard, Column 151) in which, in response to a challenge 
from me, he stated definitely that he could produce figures 
to prove that the cost of the Railway Executive is much 


less than the total cost of railway boards in the past. This 
I submit is not so at any relevant date. 
Yours faithfully, 


GEOFFREY WILSON 
M.P., Truio 


House of Commons, London, S.W.1 

[Our suggestion that the Railway Executive is more 
nearly the equivalent of the old General Managers was 
not based on considerations of cost but on the functions 
performed. The boards of the former railway companies 
were concerned primarily with policy and administration 
and not with executive functions. Most of the members 
= the Railway Executive are directly functional.—bp. 

G.] 


Net Incomes of U.S. Railways 


February 2 

Sirk,—Referring to your October 10 issue, in which you 
gave on page 395 a thought-provoking analysis of the U.S. 
railway equipment finance situation, I wish to call your 
readers’ attention to the tables herewith. I have computed 
these data from the financial pages of the New York Times 
and the Herald Tribune, and a close study of the rail 
earnings of some of our most important carriers for the 
year 1952 will bring out the validity of the Interstate Com- 
merce Commission’s conclusions, that “ the serial maturity 
of equipment obligations, annually, may prove to be a 
grave menace to the railroads’ financial security, par- 
ticularly if there should be a sharp and sudden recession 
in the volume of traffic offered...” 

My tabulation below shows the effect of the steel strike on 
the finances of the Pennsylvania and the-New York Central 
in particular, and the coming of the gigantic six-lane 
through way from New York to Buffalo will have serious 
consequences for the affected carriers. Freight experts fore- 
see a permanent drop of as much as 15 per cent in volume 
for the New York Central Lines, the Lehigh Valley and 
also the Lackawanna. Greyhound buses will be able to 
make the New York-Buffalo trip in 84 hr., which is 
approximately the “ Empire State Express ” time, when the 
train is on time, and the fare for the bus is only some 60 
per cent of the rail fare in a day coach. 


U.S. RAILWAY EARNINGS IN 1952 


| 


Net Per cent. 
, Gross , Net A 
Railway : operating : net income 
receipts elt income of gross 
$ $ $ $ 
Virginian... cee 44,054,851 8,492,949 6,814,788 15-47 
Norfolk & Western 199,650,566 | 28,547,397 28,149,344 14-1 
Denver Rio Grande 82,134,558 11,621,041 — | ee 
Seaboard Air Line | 149,337,054 a 19,988,605 13-38 
Chicago, Burlington & 
uincy... <s ...| 270,347,779 — 28,000,592 10-03 
Chicago, Rock Island & 

Pacific... sas ..-| 213,938,266 21,641,225 10-1 
Philadelphia & Reading 131,954,486 | — 11,676,307 8-8 
Southern Railway ... 271,834,900 | 36,376,960 27,834,900 | 10-2 
Western Pacific 56,244,555 7,101,893 6,078,668 | 10-8 
Great Northern 260,247,470 — | 27,704,593 10-6 
Northern Pacific ... 177,868,531 | 15,424,531 | 15,821,169 | 8-9 
Louisville & Nashville 226,723,879 27,658,917 _ = 
Texas & Pacific : | 83,625,516 | 13,327,936 a win 
Atchison, Topeka & Santa 

e re re -+-| 604,512,060 | 69,374,110 | 70,737,705 11-7 
Chicago, Milwaukee, St. | | | 

Paul & Pacific | 269,465,584 a= | 11,262,693 | 4:2 
Atlantic Coast Line | 169,945,396 17,325,674 | 12,233,169 7-2 
Erie sas ae .| 176,459,018 | 18,388,273 | 8,992,611 5-1 
Western Maryland .| 47,559,386 | 8,697,102 — — 
Lehigh Valley ...| 78,506,708 — | 7aesi79 9-18 
Pennsylvania ««-| 1,028,750,217 | 74,930,335 | 36,981,364 3-6 
New York Central .--| 806,926,218 | 49,817,193 | 24,716,337 3-1 
Central RR. of New Jersey 64,627,702 —_ 1,630,810 } 2°5 
Union Pacific pee | 520,221,326 | = | 69,685, 13-4 
Gulf, Mobile & Ohio 92,855,506 | 10,634,906 | 7,598,341 8-2 
St. Louis-San Francisco | 140,627,081 | 19,274,716 | 14,258,823 9-7 
Gulf Coast Lines ... oa 44,339,797 — 2,723,104 6°14 








My repeated expressions of admiration for the efficient 
and honest management of the Norfolk & Western Rail- 
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way, which you were good enough to print from time to 
time in your columns, are not just based on sentimentality 
for the steam locomotive. They rest on a far more sub- 
siantial ground as the financial results for 1952 will prove 
conclusively. Contrary to assertions made by diesel 
advocates, to the effect that the coal traffic of the Norfolk 
& Western alone is responsible for the consistent high earn- 
ings of this carrier, may I suggest that the freight rates for 
this commodity are the lowest revenue-producing rates and 
that the return to the pit heads of the empty gondolas does 
not earn anything at all for the carrier. Roads like the 
ichigh Valley, Reading, or Louisville & Nashville all show 
earnings below the Norfolk & Western’s showing, 
although they too are coal carriers. Where is there 
evidence, in these cold figures, that the diesel is superior 
to a well-designed and properly maintained coal burning 
steam locomotive ? 
Yours faithfully, 
O. F. FREEDNER 

Scarsdale, New York, U.S.A. 


Isle of Wight Railways 


February 25 

Sir,—The closing in June and September of the New- 
port-Freshwater, Newport-Sandown and _Brading-Bem- 
bridge lines is bound to cause considerable hardship in 
the island both to the staff and to the public. It would 
seem that some of the staff will be faced with the poor 
alternatives of either leaving the railway service or being 
transferred to the mainland. Among the public, perhaps 
the most hard-hit will be the person who has to travel 
from Cowes to Sandown, Shanklin or Ventnor, and will 
be faced with either a roundabout rail journey via Ryde 
or an uncomfortable bus journey over the indifferent 
roads of the island. 

The closing of three intermediate stations between Ryde 
and Newport would appear to be that which can be carried 
out with the least inconvenience to the public. There is 
here an opportunity. It would now appear possible to 
reduce the Ryde to Newport journey time by nearly ten 
minutes and, in so doing, win back some of the traffic 
lost to the buses. In this way it is to be hoped that there 
will be justification for the service to be continued after 
the limit of five years at present imposed on it and for 
allowing the two go-ahead towns of Newport and Cowes 
to continue to have the rail communication that places of 
their size merit. 

Yours faithfully, 
J. F. BURRELL 
80, Longmead Avenue, Bristol, 7 


Hotels Executive Catering 


February 9 

Sir,—It would help passengers if they knew in advance 
the times at which the main meals are served, and could 
plan their movements accordingly before joining their 
train. Some information about the minor meals too might 
produce an increase in profit—and satisfied passengers— 
especially in borderline cases. The up “Red Rose,” at 
5.25 from Liverpool Lime Street might or might not serve 
afternoon teas, and is a case in point. 

On my journeys into St. Pancras—until I last used the 
line two years ago—it was noticeable that the staff was 
hard at work clearing up between Luton and London. 
Expresses stopping at Luton were usually quite well filled 
from there, and it seemed a pity that snacks were not avail- 
able for such short-distance passengers who would appre- 
ciate the saving in time. In an effort to increase the sale 
of food in this way it would be necessary to have a dining 
car “ground staff” at depots such as Willesden and 
Cricklewood, and why not? It could lead to greater 
cleanliness in the kitchens and remove the burden of 
washing-up from the travelling staff, whose primary duty 
should be the sale of meals. 

My second point concerns buffet car facilities. With no 
set meals and a smaller staff in the car, it is possible for 
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passengers to complete their journey without knowing that 
a buffet car is on the train. Many people, in fact, are in 
the wrong frame of mind to take full advantage of the 
facilities offered because a railway journey is to them only 
a necessary evil. The railway staffs should make a special 
effort to entice these people from the “cup of tea and a 
bun” habit in the refreshment rooms, and get them into 
the cars, where they are likely to spend more money and 
enjoy the comfort and fare available. 

Until two years ago I frequently saw the 6.39 p.m. Liver- 
pool to Nottingham train at Derby. At that time a buffet 
car was marshalled in this train but neither the train de- 
parture screens nor the station announcer gave the public 
this information. I suggest that easily detachable notices 
“ This way to the Buffet Car ” should be placed at one end 
ee each vestibule or corridor on such trains to stimulate 
sales. 

Yours faithfully, 
W. G. ALLEN 
c/o Oaklands, Coppenhall Lane, 
Woolstanwood, Crewe 


First Class Travel 


February 11 

Sir,—Every four weeks we read in the B.T.C. traffic re- 
turns of further declines in the number of first class jour- 
neys. It would seem that to arrest the trend radical meas- 
ures are necessary. I suggest that the Railway Executive 
should give consideration to a proposal which I feel would 
provide a considerable increase in upper class travel, 
and thereby in revenue and would also result in 
much better use of the upper class rolling stock 
which is available. 

My proposal is that except on international services, Pull- 
man trains and night sleeping-car services, the first class 
should be replaced by second class accommodation at the 
fares already provided for in the existing charges scheme 
—at 25 per cent above the third class fares. Many people 
to whom I have spoken have told me that they would be 
quite prepared to pay this modest supplement for the bene- 
fit of slightly less crowding; they feel that the present first 
class fare is too high having regard to the small extra 
comfort which is provided, as the modern third class coach 
already gives them the convenience of three-a-side 
accommodation. 

The first class should obviously be retained where the 
traffic will bear it. Apart from the sleeping-car and other 
regular services which I have detailed, it would be worth 
retaining it also for certain special traffics such as race- 
meeting specials. Provision of stock for these purposes 
would be covered by the simple expedient of having the 
upper class coaches provided with reversible class indica- 
tors numbered “1” on one side and “2” on the other, 
as is already done in Holland, Switzerland and Belgium 
where the first class has already virtually disappeared ex- 
cept on international services. 

If the Railway Executive doubts the wisdom or prac- 
ticability of these proposals, why should it not try a limited 
experiment on one Region by putting paper labels reading 
““2” on its present first class coaches ? During the period 
of the experiment the issue of through first class tickets 
from other Regions to stations on the Region concerned 
could be temporarily suspended, or alternatively, second 
class tickets could be issued, together with second/first 
supplement tickets, for the part of the journey where only 
first class accommodation was available. As the number 
of first class inter-Regional tickets is small anyway, the 
temporary complication should not prove unduly cumber- 
some. 

I also suggest that at the same time the single-berth 
third class sleeping facilities on the East Coast route, which 
are clearly uneconomic at present, should be regraded 
second class. 

Yours faithfully, 
G. H. HAFTER 


107, Mortlake Road, Kew 
D2 





Spot the Station 
Candidates for posts as Coronation 
Guides in London have now taken their 
final examination, which included a 


30-min. general knowledge paper. 
Among the questions was: “ At what 
London stations do the following trains 
arrive—* Hook Continental,” ‘ Queen 
of Scots,’ “‘ Flying Scotsman,” and 
“Merchant Venturer.” They were also 
asked which was the oldest London tube 
railway, and where and when was the 
first escalator installed. 


No Sleepers on Subway 


A Long Island magistrate recently 
discharged two men brought before him 
for violating New York State laws by 
sleeping in a subway train. He pointed 
out that the section under which they 
were charged applied to platforms and 
entrances but specifically excluded 
trains. 

The Judge stated, however, that he did 
not wish his decision to be taken as “a 
blanket ruling opening the subways to 
all would-be sleepers ” and pointed out 
that these somnolent individuals could 
be charged with disorderly conduct, for 
which the penalties are much heavier. 
-—From “ The Manchester Guardian.” 


Spotters’ Code 

The North-Eastern Region welcomes 
train spotters provided they observe 
a reasonable code of behaviour, and 
expresses through the poster reproduced 
below the gratification of its loco- 
motives at the attention with which they 
are observed. Spotters are asked 
only to make sure they do not endanger 
themselves or others, or damage pro- 
perty. 

There is an appeal to self-interest 





TO Loco 
SPOTTERS 
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You have heard of the Highway Code 
Here is our SPOTTERS’ CODE 


ALWAYS KEEP YO THE 2 MAKE SURE TOUR VitwrOINT 
PLATFORMS 1S & SAFE ONE 
2 DONT NMP ON PaRcEs OR 4 LEAWE BARROWS AND RAIL 
MAaLLBAGs — THERE MAY 8E WAY EQUIPMENT ALONE 
A PRESERT FOR YOU INSIDE 


We went you to have every chance to 
IN PERFECT. SAFETY, bur uf you cai 
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ALL YOUR PALS a 
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N.E. Region poster giving rules for 
the behaviour of spotters at stations 
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THE SCRAP HEAP 


in the suggestion that parcels and mail- 
bags should not be jumped on because 
they may contain a present for the 
spotter himself. It is to be hoped that 
this will not lead to an epidemic of 
penknife attacks on _ likely-looking 
packages at the Christmas period or 
when spotters’ birthdays are in the 
offing. 

Various means of restraining excessive 
enthusiasm have been tried at various 
stations and the poster shown is a novel 
approach that avoids the austerity of 
a plain prohibition while recalling that 
the railway has the power to refuse 
admission to its platforms if it should 
be provoked. 


Corking 

Now that in British trains the lavatory 
basins are generally devoid of plugs... 
I recommend travellers to furnish them- 
selves with old corks, I find a cham- 
pagne cork fits most Western Region 
lavatory basins, whereas hock corks are 
suitable for the Eastern Region. Pos- 
sibly, in course of time, when the Rail- 
way Executive has completed its stan- 
dardisation programme, one type of 
cork will be able to function for all 
Regions.—From a _ letter to “The 
Times.” 


Newton Abbot a Century Ago 


The directors [of the South Devon 
Railway] further contemplated the 
rearrangement of the Newton Station, 
which they recommended to be con- 
structed on a smaller scale to the one 
at Didcot, so that Torquay trains might 
come in abreast of the main trains and 
the inconvenience and trouble of travel- 
ling from one to the other of the two 
Newton stations might be avoided.— 
From ‘The Torquay Directory & 
South Devon Journal” of February 9, 
1853. 

[Newton Abbot Stativn originally 
consisted of three parts. There were 
separate sheds for the up and down 
main lines, both on the north side of 
the railway, and for the Torquay branch 
trains.—EbD., R.G.] 


Paddington, 1862—Hanover, 1953 


A correspondent in Germany states 
how the reproduction of Frith’s “ Rail- 
way Station” referred to in the Scrap 
Heap of January 30 came to hang in 
Hanover Hauptbahnhof. The picture, 
the subject of which is Paddington in 
1862, was owned by a German noble- 
man, who sold it to a Hanover art dealer 
in 1949. The dealer thereupon offered 
it for sale at DM. 115 (about £10), and 
it was bought by the proprietor of the 
station restaurant at Brunswick, where it 
hung for some two years. When the war- 
damaged Fiirstenzimmer (V.1.P. waiting 
room) at Hanover was rebuilt recently, 
the picture was exchanged and brought 
from Brunswick, as being a notable 
representation of tradition on the 
railways. 
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A Great Western Reminde; 





A newly-erected sign outside an inn 


near Warwick Station, Western 


Region 


Words in Season 
(Meditation a la mode) 


1 shall not think of snow when Easter 
comes 

And gold and green in every cutting 
gleam 

And weary winter's woefulness dissolves 

Into the misty mazes of a dream. 


I shall not think of fog when June is 
here 

And all the station hums with summer 
noise, 

My heart will open to the friendly sun 

And garner glory from its scented joys. 


I shall not think of frost when holidays 

Find me at one with optimistic throngs 

Who seek Nirvana on some distant 
shore, 

Where happiness abounds and_ hope 
belongs. 


For well I know the cycle of the year 

Brings light and shade, reward and 
sacrifice; 

Even the long, unhampered summer 
days 

Have to be purchased at the appointed 
price. 


But, oh, when winter comes and gibber- 
ing germs 

Infest my fevered frame and addled 
brain, 

Memory, be kind ! 
joys of June. . 

Till I have cast my devils forth again ! 


A. B. 


Hold fast the 
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INDIA 


Calcutta Suburban Electrification 


\ scheme for electrification of the 
Calcutta suburban lines has been given 
high priority by the Ministry of Rail- 
ways, which has concluded that only 
electrification can solve the operating 
problem of the intensive services on 


_ some lines now worked by steam. The 


scheme is being surveyed. Schemes for 
electrification of Calcutta main-line 
railway passenger services as well as for 
an underground system have been 
drawn up at different times for many 
years past, including that of former 
Eastern Bengal (now Eastern) Railway 
suburban lines into Sealdah terminus. 


CANADA 
New C.N.R. Lines 


The 46-mile line which the C.N.R. is 
building from Terrace to Kitimat in 
British Columbia is costing $217,000 a 
mile. The total cost is estimated at 
$10,000,000, of which $586,000 was ex- 
pended up to the end of 1952 and 
another $6,580,000 will be used this 
year. The 155-mile line from Sherridon 
to Lynn Lake, Manitoba, is costing 
$95,000 a mile. Half the $14,725,000 
estimated expenditure was spent before 
the end of 1952 and almost all the 
remainder will be spent this year. 


Freight Rate Study Tour 


The Board of Transport Commis- 
sioners has decided on a country-wide 
tour combining hearings on freight rate 
equalisation and a study of the level 
crossing problem. An itinerary for the 
West for the period March 16 to April 
20 has been drawn up. Dates for hear- 
ings in Ontario, Quebec, and the 
Atlantic seaboard provinces will be 
arranged later. 

rhe rate-equalisation inquiry grows 
out of a basic equalisation plan 
launched by the board in December, to 
take effect on January 1, 1954. This 
plan, which would partially carry out 
the 1951 recommendations of the Royal 
Commission on Transportation and 
subsequent Federal Legislation, is 
tentative, possibly to be revised in the 
light of representations received on the 
tour. 

The equalisation order affects at this 
stage the “ class” rates that carry about 
$200,000,000 worth of traffic a year and 
indirectly affect other rates. These 
other rates are to be dealt with by the 
board in orders during the next year 
or so. The level crossing investigation 
was directed by a Cabinet Order-in- 
Council with the aim of improving 
safety measures at the 32,000 crossings 
Temaining in the country. Federal 
Government fund now bears part of 
the cost, some $1,000,000 a year, of 
safety provisions. The Treasury pays 
up to 40 per cent of level crossing 
Projects under $150,000 approved by 
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(From our correspondents) 


the Board. The Board will survey 
methods of eliminating danger and 
review and report on the “ adequacy ” 
of the fund. 


UNITED STATES 


Group Economy Fares 


The fourteen railways, mainly in the 
Eastern States, which last year brought 
into operation specially reduced fares 
for families and small groups have de- 
cided to continue the experiment until 
June 30. Up to October 1, 1952, the 
tickets issued under this plan had been 
used by 115,000 passengers and had 
brought in $835,000. 


Record Ore Movement 


After the conclusion of the 1952 steel 
strike, the railways concerned in the 
movement of iron ore established a new 
record, In the seventeen weeks between 
August 3 and November 29 they 
handled a weekly average movement of 
90,000 bogie ore wagons carrying 
approximately 3,000,000 tons weekly, or 
20 per cent above the corresponding 
period in 1951. 


SPAIN 
New Wagon-Lits Stock 
The first of 20 all-metal sleeping cars 
built in Spain have recently been 
officially handed over to the Wagon- 
Lits Company at Saragossa. The 


internal layout gives an increase in the 
number of single-berth compartments 
(for which the travelling public has 
shown a marked preference) and reduc- 
tion in the dead weight per passenger, 
without reducing the comfort. 

A double- and single-berth compart- 





AFFAIRS 


ment are always contiguous. The parti- 
tion wall is not vertical, but has a slight 
inflexion reducing the width of the 
upper part of the single compartment, 
whilst the double-berth compartment 
widens at the height of the upper berth. 
It is thus possible to reduce the floor 
space of the double compartment as 
the need for space is felt most at arm 
height. There are eight single and six 
double compartments. Tare weight is 
52 tons, the dead weight per passenger 
of 2:6 tons being 25 per cent less than 
for existing cars with 16 berths (of 
which six are single) and a tare of 56 
tons. 

At the door of each compartment an 
indicator shows the hour at which each 
passenger wishes to be awakened; it can 
be operated from the inside. Lighting 
is fluorescent. A pantry allows service 
of hot and cold light refreshments when 
no restaurant car is attached. 


SWITZERLAND 


Intermediate Signalling 


The accompanying illustration shows 
the apparatus room and the rear of one 
of the colour-light signals, with the 
track magnets for axle counting, at the 
intermediate block signalling location 
at Eggwald, between Wassen and 
Géschenen on the Federal Railways 
Gotthard line. The equipment divides 
the interval between those places into 
two block sections on each track. Simi- 
lar apparatus exists between Wassen 
and Gurtnellen, Gurtnellen and Amsteg, 
and Rodi-Fiesso and Faido. 

These installations are by Integra 
A.G., Wallisellen, Zurich, which sup- 
plied the equipment for track circuiting, 
axle counting, and remote control for the 











Block post with Integra equipment at Eggwald on the Gotthard line of the 
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Swiss Federal Railways 
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double crossover and intermediate sig- 
nals in service for the last seven years 
in the Gotthard Tunnel, specially 
arranged to enable single-line working 
to be carried on, partly or completely, 
when examining and repairing the trac- 
tion contact wire equipment and so on 
under the control of Géschenen Station, 
which. itself is equipped with full power 
signalling. The tunnel apparatus super- 
seded a simpler intermediate block lay- 
out, without crossovers, brought into 
use in 1938, also operated from Gés- 
chenen, and incorporating axle count- 
ing, on the principle already applied in 
the Hauenstein (Lower) and Simplon 
Tunnels. Much use is made in Switzer- 
land of axle counting because of the 
prevalence of steel sleepers. 


FRANCE 


Rail-Road Co-ordination 


A problematical agreement was 
mentioned in our January 2 issue be- 
tween the French Road Haulage 
Federation and the S.N.C.F. on the co- 
ordination of long-distance rail and 
road freight services. The Minister of 
Public Works & Transport, it was 
stated, was witholding his assent until 
he was satisfied that the proposals would 
have no adverse effect on the cost of 
living. 
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A scheme now evolved is understood 
to have been accepted provisionally by 
the Minister. It envisages the setting up 
of a Professional Union of Public Trans- 
port (Union Professionelle de Transport 
Public, U.P.T.P.) in each region of 
France. Forty per cent of the members 
would be S.N.C.F. nominees, 40 per 
cent representatives of long-distance 
road freight transport, and 20 per cent 
of forwarding agents. A national com- 
mittee would co-ordinate tariff studies 
with a view io framing national rates 
structure. 

Transport undertakings will be 
divided into two categories: Category 
“A” will be large-scale concerns, with 
a commercial service and adequate 
accounting facilities, which undertake to 
respect the national rates’ scales; Cate- 
gory “B” enterprises will do business 
under the control of the U.P.T.P., to 
which will be sent a copy of all con- 
tracts entered into. 

One section of the agreement’ con- 
cerns a guarantee by U.P.T.P. of freight 
for Category “B” transport concerns 
to ensure that these concerns are kept 
sufficiently active. 

The S.N.C.F. and Category “A” firms 
will not use the services of other than 
Category “B” undertakings. Freight 
carried by the latter will be conveyed in 
the name of the undertaking (S.N.C.F., 
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or category “A” firm) which originally 
obtained the traffic. With tr ffic 
obtained by the S.N.C.F. the latter vill 
arrange with the consignor whether :: is 
to be charged at road or rail rates. 

The agreement betwen the S.N..F, 
and the Road Haulage Federation i: to 
be valid for five years and renewable 
thereafter by mutual consent. 


WESTERN GERMANY 


Reconstruction of Station Buildings 


A central hall has been completed 
at Mannheim main station. It measiires 
98 ft. 5 in. by 91 ft. 10 in. Two flights 
of stairs lead to intermediate floors 
which accommodate bathrooms, a hair- 
dressing saloon, refreshment rooms, lost 
property office, branch office of a bank, 
news stand, tobacco shop, and informa- 
tion bureau. 

The erection of the new station build- 
ing at Heidelberg is complete but the 
interior will not be finished before the 
autumn of 1954. It is the first station 
building in Western Germany designed 

*from the outset for electric train work- 
ing. In connection the building occupies 
a new site. The re-siting of the station 
was decided on as far back as 1907 but 
the scheme was postponed twice because 
of the two wars. 





Publications Received 


Railwaymen's Year Book.—The 96 
pages of the Coronation Year number 
contain a preface by Mr. John Elliot, 
Chairman of the Railway Executive, 
and articles on the Transport Bill, 
freight working, and many other tech- 
nical subjects, besides the usual statis- 
tical and other information of interest 
to railway trade unionists and to many 
others interested in railways. The price 
is 4s. (postage 3d.), but railway staff 
may order direct from the publishers, 
Railwaymen’s Publications Limited, 
Vernon House, Sicilian Avenue, Lon- 
don, W.C.1, in lots of eight or more 
copies at 2s. 6d. a copy. 


Railway Map of the British Isles. 
London: George Philip & Son Ltd., 
30-32, Fleet Street, E.C.4. Coloured to 
Regions, with larger scale maps of prin- 
cipal industrial centres. Paper, 31 in. x 
40 in. Price 5s.—To show clearly the 
allocation of British Railways lines to 
the several Regions, especially in and 
around London and the chief industrial 
and commercial centres, is not easy. 
This at least is a good attempt. The 
detail of the London suburban area and 
provincial conurbations could only be 
made clear in additional insets. Thus 
the polytomy of the former G.C.R. is 
not clearly shown in the Home Counties 
or north of Nottingham. Main and other 
lines are marked in different colours. 
What constitutes a main line is largely 
a matter of opinion; but “ main” seems 
a debased currency in the Western Re- 
gion, where the Carmarthen-Aberystwyth 
and much of the old Cambrian appear 








as main, whereas the Fenchurch Street 
to Southend, St. Enoch to Ayr and 
Stranraer, and §.D.J.R. Bath to Bourne- 


mouth lines are shown as “ other.” 
Deutscher Verkehr in  Graphischer 
Darstellung. (German Transport 


Statistics in Graphic Form.) Heft 20. 
By Dipl.-Ing. Brandt and Dr. Rogmann. 
Diisseldorf: Droste-Verlag. 284 pages. 
9} in. x 64 in. Paper covers. No price 
stated.—This is a series of 222 graphs 
and pictorial diagrams, followed by an 
explanatory section, of nearly 60 pages, 
setting forth in detail the characteristics 
of each, its purpose and scope. The 
whole gives a complete picture of every 
form of transport, and postal traffic, in 
Germany, including information cover- 
ing the Soviet occupied zone. Some of 
the diagrams cover neighbouring 
countries and their perts and the rela- 
tion between the traffic movements there 
and those in Western Germany. The 
book enables an excellent idea to be 
gained of the trends now operating and 
the economics involved. 


Holidays in France, Italy, and Switzer- 
land.—The 1953 season programmes of 
Thos. Cook & Son Ltd. offering holidays 
in each of these countries presents a 
wide variety in the usual attractive 
form. Features of the programme of 
French holidays are the selection of re- 
sorts on all the diverse sea coasts of 
France and Corsica; and the inexpensive 
holidays in Paris facilitated by tourist 
air fares. The choice of Italian resorts 
ranges from Merano to Capri; and a 
holiday at a moderate price is possible 
in every part of Switzerland, which by 


extension includes the beautiful Princi- 
pality of Liechtenstein. The very 
moderate charges for Swiss and some 
Italian holidays are based largely on 
special train travel between London and 
Switzerland via the Short Sea route; the 
Swiss programme provides also for 
travel to and from Basle by the Hook 
of Holland and the “ — Ex- 
press.’ 


Sands Across the Sea.—The Southern 
Region has issued an illustrated book- 
let entitled ““Sands Across the Sea,” 
which describes resorts in Normandy, 
Brittany, and Picardy, and how to get 
there by the surface routes of British 
Railways. There is a useful series of 
area maps, and the descriptions of the 
resorts give full value to their historical 
and legendary associations as well as 
their scenic and recreational attractions. 
There is much useful travel information, 
and mumerous sketches enliven the 
pages of the guide, which will be useful 
both when planning and enjoying a holi- 
day. 


Checking Vibration—The British Tyre 
& Rubber Co. Ltd. has issued a folder 
describing its BTR vibro-insulators for 
suppressing vibration in machinery. 
The basis of these appliances consists 
in the use of rubber springs bonded to 
metal supports which give spring deflec- 
tions of a very high order. They are 
manufactured in numerous sizes and de- 
signs covering applications from the in- 
sulation of scientific instruments against 
vibration, to that of heavy machine 
tools. Specimens for a wide range of 
uses are shown diagrammatically. 
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International Railway Bus Organisation in Europe 


MATTER of considerable concern 

to European railway administra- 
tions at the end of the 1939-45 war was 
the rapid growth of motorcoach tourist 
trailic, particularly in the international 
field. . Many European railways were 
already interested in the operation of 
motorcoach services, either through 
subsidiary companies as, for example, 
in France; through the ownership of a 
controlling interest in private motor- 
coach undertakings (viz. the Nether- 
lands); or by direct ownership of road 
vehicles as in Norway and Sweden. The 
Société de Contréle et d’Exploitation 
de Transports Auxiliaires (S.C.E.T.A.), 
the road transport subsidiary of the 
French National Railways (S.N.C.F.), 
owned and .operated some 100 motor- 
coaches at the end of 1948 and also 
contracted with private undertakings to 
operate services on its behalf. The 
Swedish State Railways in 1948 owned 
some 900 motorcoaches and operated 
over 24,850,000 vehicle-miles of pas- 
senger services. Road passenger under- 
takings affiliated to the Netherlands 
Railways owned over 1,000 vehicles and 
made a profit of 5,000,000 Dutch florins 
(£467,000) in 1948. 

Most of the railway-operated motor- 
coaches were, however, engaged on in- 
ternal services which were largely com- 
plementary to railway services. In the 
Netherlands, for example, road ser- 
vices were substituted on a large scale 
for railway services where branch lines 
had been closed to passenger traffic. 
With regard to international routes, it 
was felt imperative that the railways 
should find some means of meeting the 
competition from privately - owned 
motorcoaches. 


Formation of Europabus 


Towards the end of 1950, the principal 
European continental railway  ad- 
ministrations set up the Union of Euro- 
pean Railway Road Services (U.R.F.) as 
a member organisation of the Inter- 
national Union of Railways (U.I-C.). 
The U.R.F. immediately evolved a co- 
ordinated schedule of international 
motorcoach services to be operated, if 
governmental concessions could be 
obtained, during the summer season of 
1951 under the international title of 
Europabus. An inter-governmental con- 
ference took place in March, 1951, 
which approved the proposed pro- 
gramme, and Europabus services were, 
therefore, begun at the end of May, 
1951. 

Twelve railway administrations, in- 
cluding those in all the principal Western 
European Continental countries, con- 
Stitute the U.R.F. at the present time 
and, by means of their own road pas- 
Senger services, those of their affiliated 
companies, and those of certain ac- 
credited private undertakings, co- 


Steps to obtain share of 
motorcoach tourist traffic 


(From a Correspondent) 


Operate in providing the Europabus 
services. Membership is open to all rail- 
ways in Europe operating a system of 
at least 1,000 route-km. (621 route- 
miles), and all member-administrations 
meet together in plenary session on one 
or more occasions each year to outline 
Europabus services and to approve fares 
scales. 

Each member of the U.R.F. retains 
complete autonomy over the administra- 
tion and finance of its own motorcoach 
services, but there is a common time- 
table, a co-ordinated charging policy, a 
joint system of seat reservation, and 
standard accounting regulations. To 
maintain these common services there is 
a general secretariat and a managing 
administration, which functions are at 
present undertaken by the Swiss Federal 
Railways. 

In designing the Europabus pro- 
gramme, particular regard has been paid 
to the possibility of joint road-rail itin- 
eraries, and accredited travel agencies 
can issue combined road/rail tickets 
where required. The motorcoach ser- 
vices are Operated on a point-to-point 
basis on regular schedules, but, in addi- 
tion to individual single journeys and 
return journeys, passengers can book 
circular tours by motorcoach, although 
a rail link may sometimes be necessary 
in the latter case; alternatively, tours 
specifically involving journeys by road 
and rail can be arranged. For journeys 
entirely by road, a special Europabus 
ticket is available and a complete tour 
can, if necessary, be shown on this 
ticket. Where a combined road-rail 
journey is envisaged, coupon tickets are 
made out for each stage and bound to- 
gether in one booklet. Seat reservations 
are made through the terminal office re- 
sponsible for the originating journey. 

The point-to-point nature of the 
Europabus services necessitates a change 
of coach at the end of each stage; these 
Stages are arranged conveniently at the 
end of a day’s run rather than from 
considerations of national frontiers. This 
Is In contrast to tours organised by pri- 
vate undertakings, where the same 
motorcoach is used throughout the tour, 
which may last several days. It is 
claimed, however, that the change of 
coach causes no inconvenience to pas- 
sengers, who, in most cases, do not even 
realise that a change has been made. 
Furthermore, there are compensating 
advantages for the passenger. Complete 
reliance can be placed on the time- 
tabled regularity of service, whilst the 
fact that driving staff is continually em- 
ployed over the same route makes for 
enhanced safety. 

A high standard of passenger com- 
fort is maintained. Europabus services 
are operated by high-quality, and in 
many cases de-luxe, motorcoaches. As 
well as the driver, most coaches carry 


a hostess who is well acquainted with the 
route. Fares by coach approximate to a 
figure between the second and third class 
rail rates, with half fares for children 
from four to ten years of age; under the 
age of four they are carried free. Where 
ten or more persons travel together 
there is a 10 per cent reduction in the 
fare, whilst, to encourage the organisa- 
tion of parties by travel agents and 
others, with every party of 15 persons 
a guide will be conveyed free. Up to 
110 lb. of baggage can accompany each 
passenger, of which 66 lb. are free. 

As already mentioned, Europabus 
services began to operate in 1951. The 
routes chosen covered some of the most 
picturesque scenery in Europe, such as, 
Basle - Lucerne - Interlaken - Montreux, 
with connections into France and Ger- 
many; Frankfurt - Munich - Salzburg - 
Vienna; Vienna-Venice; Nice-Lugano- 
Saint Moritz; Montreux-Simplon-Milan; 
Nice-Genoa-Florence-Rome-Naples; and 
Casablanca - Algeciras - Seville - Cor- 
dova - Madrid - Valladolid - Bordeaux - 
Paris, of which the Bordeaux-Paris sec- 
tion was by rail. In that first season 
services were Operated over some 11,500 
route-miles; in addition, rail links 
covered nearly 1,000 route-miles. 


Concessions Recommended by E.C.E. 


Before authorising concessions for 
Europabus services in 1952, the Euro- 
pean governments called on the Eco- 
nomic Commission for Europe (E.C.E.) 
to express an opinion on the legal posi- 
tion of the railways in operating inter- 
national road services. After a series 
of discussions, including a joint con- 
ference of the U.LC. and the Inter- 
national Road ‘Transport Union 
(I.R.U.), the E.C.E. recommended the 
renewal of the 1951 concessions and 
the granting of permission for the 
operation of certain new routes. These 
were incorporated in the 1952 time- 
table, but what was, perhaps, equally 
noteworthy was the extended publicity 
given in 1952 to a number of long- 
distance and circular tours. 

At first sight, the development of 
long-distance motorcoach services might 
appear to be a somewhat anomalous 
step for railways to take. It is, how- 
ever, true to say that having realised 
the lucrative nature of this form of 
traffic the railways were ideally situated 
to participate. From the commercial 
and operating points of view, their exist- 
ing experience of international traffic 
and their financial organisation for the 
division of receipts and the use of 
standardised forms of accounting, gave 
them advantages over private under- 
takings for dealing with the problems of 
international motorcoach traffic. Further- 
more the railways had the advantage of 
being able to co-ordinate the road ser- 
vices with their existing rail services. 
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Calverton Colliery Branch, L.M.R. 


Line designed to main-line standards 
to handle large ultimate output 


HE branch line constructed by 
British Railways to serve the new 
colliery at Calverton, Nottinghamshire, 
opened last September, has been laid 
out with moderate gradients, mostly in 
favour of outgoing, loaded trains. 
Westwards from Calverton Colliery 
Signalbox, where the London Midland 
Region takes over from the National 
Coal Board, which controls the running 
lines and sidings within the colliery area, 
the branch rises for alittle over two miles 
at 1 in 197-200 to its summit at Papple- 
wick Lane Bridge, whence it falls at 1 
in 200 for three miles to Papplewick 
Junction, where it divides. One line 
continues to fall at 1 in 160-148-272-358- 
498 to join the Nottingham-Mansfield 
branch of the former L.M.S.R. at Best- 
wood Park Junction; the other fork 
rises at 1 in 260 to join the Leen Valley 
line of the one-time G.N.R. at Calver- 
ton Branch Junction. The main con- 
structional features of the line were de- 
scribed in our October 3, 1952, issue. 


Remodelled Connections 


The scheme has included the remodel- 
ling of the running line connections, 
reception, and departure roads at Best- 
wood Park Junction, as well as the con- 
struction of a new group of traffic sid- 


ings at this point where traffic from one train daily, consisting of approxi- 
Calverton Colliery is combined with mately 40 wagons and conveying some 


other traffic from collieries served by the 400 tons. 
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Train loads for the south and west are 
made up at Bestwood Park, thus avoid- 
ing throwing additional work on to 
Beeston Yard at Nottingham. 

At the moment the output from the 
colliery is small and is catered for by 
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The Calverton Colliery branch and associated lines in the Nottingham area 


preparation plant is, in fact, designed to 
handle 450 tons an hour. The total 
capacity of the sidings is 1,000 full and 
770 empty wagons. Empty wagons are 
placed at present by steam locomotive 
but diesel locomotives will take over 
this duty at the sidings within a few 
months. 


SCOTTISH REGION PARTY OUTINGS BOOKLET. 
—To assist the organisers of pleasure party 
outings during the coming season, the Scot- 
tish Region has issued a booklet, “ Party 
Outings,” which contains many suggestions 
for combined rail and bus tours, also trips 
by rail to the piers and thence by steamer 
on the Firth of Clyde, or on Loch Lomond 
and Loch Katrine. An alphabetical list 
of resorts with short descriptive notes on 
the attractions gives assistance in deciding 
where to go. Details are given of catering 
services available for the journey or during 
the whole day. 


AN ADAPTABLE ForK TRUCK.—The princi- 
pal exhibit of Conveyancer Fork Trucks 
Limited at the Castle Bromwich section of 
the British Industries Fair will be the 
Model E2-20, a 3-wheel battery electric 
design specially suited for operation in 
narrow aisles, between factory process 
points, and in other confined spaces. This 
truck is also ideal for loading and unloading 
railway vans, and road transport vehicles. 
It can be fitted with a special low stacking 
mast which enables it to operate inside the 
van where headroom is limited. The truck 
has a load-lifting capacity of 2,000 lb. at 
20 in. load centre, and can stack its loads 
to heights up to 12 ft. In place of the 
normal forks other ancillary equipment 
may be fitted such as a crane, hydraulic 
squeeze clamp for handling bales or simi- 
lar loads without the use of pallets or 
stillages, boom for open centre goods, 
hydraulic shovel, and rotating head for 
loads which are to be tipped. 
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Calverton Colliery Branch, L.M.R. 


4 


mmmwwwees omen ess” 


wie. ‘ i Sie | 


Layout at Bestwood Park Junction, where the Calverton branch leaves the former L.M.S.R. Nottingham- Mansfield line and 


new sidings seen in the illustration have been constructed ; the new junction signalbox visible in the centre has 55 levers 
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Cutting under construction at Papplewick Road 
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Calverton Colliery Branch, L.M.R. 








Bridge carrying Mansfield Road over line ; it is 60 ft. wide and has a square span of 27 ft. 
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French Marshalling Yard Practice 


Throughput of wagons increased by 
automatic point control and braking 


- 
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Part of Villeneuve-St. Georges yard, South Eastern Region, showing 
floodlighting towers and loudspeakers 


THE search for improvement in goods 
transport with a view to reducing 
the costs whilst increasing the speed of 
transit has led the French National 
Railways to concentrate complete wagon 
load traffic on a limited number of mar- 
shalling yards. To increase the volume 
of traffic it has been necessary to pro- 
vide them with the up-to-date equip- 
ment indispensable for a big throughput 
of wagons. This includes point control 
which has been made automatic, and 
quick in action; improved braking; and 
executive control in yards. 


Point Control 


Automatic control of all points in 
the yard has become general practice in 
France. This ensures complete and 
permanent interdependence of points 
and the several wagon cuts. With this 
object the tracks have been sectionalised 
into electrically isolated zones, and the 
impulses produced by wagon axles 
actuate points automatically. 

The first apparatus on this principle 
was invented by Descubes before the 
first world war. The most recent, already 
installed in some S.N.C.F. yards before 
1939, has been the only one to be used 
since. 

The device works, briefly, as follows. 
One shunter on the top of the hump in a 
position to watch the cuts, as each cut 
passes him presses a push-button bear- 
ing a number corresponding to that of 
the road on to which the cut is to go. 
This button actuates a remotely- 
Operated control panel or combinateur 
located in a control room at the entrance 


(From a Correspondent) 


to the grid. The combinateur com- 
prises as many vertical tubes as there 
are roads in the grid. Each tube is 
divided into sections corresponding to 
the different sections of track in the path 
of a wagon or cut. 

The electrical impulse produced by the 
push-button causes the release and fall 
of a steel ball in the upper section of the 
tube corresponding to the road to which 
the wagon or cut is to be directed. This 
ball then progresses following automati- 
cally the progress of the wagon. The 
ball is halted at each pair of points, and 
so actuates the points in the path of the 
wagon, by means of electrical relays. In 
the rare cases where a badly running 
wagon or cut is overtaken by the one 
following, the ball corresponding to the 
latter is immobilised at the entrance to 
the grid and the second wagon or cut 
then follows the same path as the first. 
The ball so immobilised is later removed 
automatically. In this way the succes- 
sion of operations is carried out cor- 
rectly. 

The procedure for directing wagons 
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** Combinateur”’ in control room at Villeneuve-—St. Georges 


to roads is such that at any one moment 
six or seven wagons can be under the 
control of the combinateur, so that six 
or seven balls are found at different 
levels in it. The margin of space is so 
small that at the commencement of the 
operation of routing a wagon, a beam 
of light is employed sensitising a photo- 
electric cell to record the arrival of a 
wagon at a given point before the first 
pair of points to be operated. 

The combinateur is co-ordinated with 
a small control panel with push button 
located near the brake control panel. 
If for any reason it is found necessary 
to alter the path of a wagon, this can be 
done readily. The rigidity of exclusively 
automatic control is thereby mitigated; 
no staff is needed for point operation; 
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Loudspeaker and hand microphone in 
hump room for two-way R/T commu- 
nication with shunting locomotives 


and throughput is the maximum which 
the general layout and equipment per- 
mit. 

Braking 

Satisfactory performance is impos- 
sible in a gravity yard unless all causes 
of delay or stops in the humping process 
are eliminated. Humps must be high 
enough to ensure that badly-running 
wagons always reach their proper posi- 
tion in the grid, and to preclude over- 
taking before running on to the proper 
road. 

The speeds attained in these condi- 
tions by good running wagons are too 
high and the momentum too great for 
the use of sabots. Railbrakes are used, 
which can absorb most of the momen- 
tum of the fastest running wagons. 
They comprise several degrees of brak- 
ing and their action can be modified, 
negatived, or resumed at any time. A 
feature of French yards is the control 
of all railbrakes by a single operator. 

Braking, to be accurate, means a par- 
ticularly alert and well trained staff. For 
this reason steps have been taken to 
dispense with human intervention and 
to make use of automatic processes. 
Research is being conducted, more 
especially as regards the factors which 
enter into braking, such as the running, 
weight, and other characteristics of 
wagons, the extent of occupation of 
roads in the grids, and so on. If it 
succeeds, it will be possible to brake 
each wagon or cut individually and 
automatically, that is to say, to absorb 
exactly the necessary proportion of its 
momentum so that it reaches its proper 
position exactly behind the preceding 
wagon on the same road. 


Intercommunication 


The rapid execution of many shunting 
movements in a modern yard necessi- 
tates perfect co-ordination of all ele- 
ments concerned, which is effected by 
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concentrating all executive control 
central control room with good 
phone communications. | Loudsp 
contact is provided between the cx 
room and principal yard staff 
signalboxes controlling approach 

Loudspeaker communciation is essen- 
tial also between the hump room con- 
troller and staff operating railbrake;. It 
is effected by special apparatus operat- 
ing in conjunction with the con, 


ina 
tele- 
aker 
itrol 
and 
lines, 


ina- 
feur, and causing to appear before the 
railbrake staff the number of the road 
to which a wagon is proceeding after 


passing over the hump. Communicition 
between the yardmaster and the driver 





Front end of shunting locomotive, 
showing aerial for R/T link with 
hump room 


of the shunting locomotive hitherto has 
been effected by illuminated panels and 
klaxon horns. 

Some yards are now equipped with 
two-way radio telephone links. This 
method of communication has proved 
more economical and efficient than 
other signals and has given entire satis- 
faction to the staff making use of it. 
In addition, the S.N.C.F. is examining 
the problem of walkie-talkie communi- 
cation between yard staff, wagon exami- 
ners, and so on. The results of research 
so far have proved most encouraging. 





B.S. FOR VISUAL INDICATOR LamMps.—The 
British Standards Institution has published 
a revision of B.S. 1050, “ Visual indicator 
lamps,” which covers the range of tungsten 
and carbon filament lamps now in general 
telecommunications use in the United 
Kingdom, including lamps of the types 
used as visual indicators in telephone and 
telegraph switchboards and for allied pur- 
poses. The present revision makes amend- 
ments to certain ratings, particularly that 
of the 6-volt lamp, and, for the first time, 
gives figures for carbon filament lamps. 
Figures for initial rating and life perform- 
ance of lamps are given, and an appendix 
on photometry has been added. Copies of 
this standard may be obtained from the 
British Standards Institution, Sales 
Branch, 24, Victoria Street, London, S.W.1. 
Price 2s. 6d. 
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Wheel Set Reconditioning by London Transport 


Acton Works deals with over 
17,000 assemblies a _ year 





Roller bearing axlebox wheel set for new tube rolling stock 


ORE than 17,000 wheel and axle 
assemblies are required to keep 
the 4,000 London Transport railway 
cars in service. As some of these cars 
travel over 80,000 miles in a year their 
wheel sets need frequent recondition- 
ing. Wheels suffer greater wear than 
any other parts of a car, except the 
brake blocks, which themselves con- 
tribute to wheel wear and some 10,000 
sets are reconditioned in the wheel shop 
at Acton Works every year. These in- 
clude sets sent in from the various run- 
ning depots as well as those of cars 
overhauled in the works. 

Wheel sets are most frequently with- 
drawn from service because of wear to 
the running surfaces of the wheels, and 
they are made serviceable again by 
machining these surfaces. The majority 
of wheels used by London Transport 
consist of a steel centre, usually spoked, 
on to which is shrunk a steel tyre, 24 to 
3 in. thick at the tread, with an extra 
14 in. thickness at the flange. There is, 
therefore, a limit to the number of 





times a tyre can be machined to restore 
its profile, and careful watch is kept to 
ensure that tyres are not run below 
their scrapping thickness, usually 14 in. 
at the tread. 


Tyre Replacement 

When a tyre needs replacing it is cut 
from the wheel centre and a new one, 
bored out to a diameter less than that 
of the wheel centre, 0°04 in. less for 
30 in. dia. centre, is heated and slipped 
on to the wheel centre, which is gripped 
firmly as the tyre cools and contracts. 
After fitting, tyres are secured by rivets 
or retaining rings and machined to the 
correct profile. 

Tyre wear varies in nature and degree 
on different types of rolling stock, while 
motored wheels suffer more than trail- 
ing wheels, since they carry greater 
weights and are relied on for a higher 
proportion of the braking. This effect 
is heightened when cast-iron brake 
blocks are used on the former and non- 
metallic blocks on the latter, for cast- 


Testing a wheel set by the ultrasonic method 


iron blocks bear on tyre flanges as well 
as treads. Wheels braked by non- 
metallic blocks normally require re- 
profiling because their treads have 
worn, leaving deep flanges, cast-iron- 
blocked wheels usually have to be with- 
drawn because of sharp flanges; limits 
to both conditions have to be observed 
for safety reasons. 

There are many reasons other than 
normal tyre wear for withdrawing wheel 
sets from service. Tyres themselves may 
develop defects. Because of heat 
generated during braking, aided by 
work-hardening of the tyre as it rolls 
along the track, its surface may crack. 
Occasionally flakes of metal will tear 
away from this cracked surface during 
braking, giving rise to the characteristic 
bumping noise usually associated with 
flat spots caused by skidding. Occa- 
sionally, also, flakes tear away from the 
tread during machining. Serious tyre 
fractures are extremely rare, but small 
fractures, often not sufficiently im- 
portant to warrant action, sometimes 
develop around the lip which grips the 
retaining ring. 

Wheel centres have a long life, and 
during many years of use under 
alternating stress, the steel is attacked 
by fatigue so that fractures sometimes 
develop in one or more spokes. Rigor- 
ous and careful inspection of wheel 
centres is, therefore, imperative. All 
the older railway cars of London Trans- 
port run on plain white-metal bearings, 
lubricated by oil-soaked woollen pack- 
ing. The bearings are changed and the 
boxes repacked at six-month intervals 
or when wheel sets are changed. Care- 
ful attention to packing has reduced 
the incidence of hot boxes to a very low 
figure. When these do occur it is neces- 
sary to machine the journal surfaces of 
axles, or even on occasions to scrap the 
axles. Regrinding is also carried out to 
compensate for normal wear of the 
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journals. On modern cars roller bearings 
are used, giving higher rolling efficiency 
and reliability. However, defects still 
occur. The inner ring of the bearing is 
a press fit on the axle journal, and, if 
its grip is insufficiently tight, the ring 
may rotate on the journal. If this is not 
detected, overheating and serious wear 
may occur, necessitating scrapping of 
the axle. The probability of this defect 
arising has been much reduced by the 
use of a special tool for testing the 
tightness of rings. End thrust of the 
axle is taken on a non-metallic wearing 
pad carried in the axlebox lid. Wear 
on the axle end-face is normally in- 
significant, but occasionally one is found 
to have become slightly scored. The 
face is then machined and a thicker 
thrust pad fitted. 


Motor Suspension Bearings 


Wear takes place also between wheei 
sets and driving motors. With nose 
suspension of the motors, which is 
normal on multiple-unit electric stock, 
the motors float in the bogie frame, one 
side being supported on the frame and 
the other on the middle portion of the 
axle by means of suspension bearings. 
The axle is driven through a pinion and 
gearwheel. Older classes of rolling stock 
employ white-metal suspension bear- 
ings, which inevitably cause some wear 
on the axle journal surfaces. 
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Normal wear occurs in a_ tapered 
form which must periodically be 
corrected by regrinding the journals, 
and by replacing the plates welded to 
the wheel bosses, which act as thrust 
bearings to prevent lateral movement of 
the motor on the axle. Normal wear 
of white metal from the bearings brings 
with it another source of wear; it allows 
the distance between gearwheel and 
pinion centres to increase so that the 
two wheels do not maintain a constant 
pitch relationship. Some cushioning of 
the gears has had to be provided there- 
fore, by using a particularly viscous 
material instead of a more normal 
lubricant. 

Because of the disadvantages attend- 
ant upon the use of white-metal sus- 
pension bearings, all rolling stock built 
since 1935 has been fitted with roller- 
bearing suspension units. The unit 
consists of a steel tube encasing the 
axle and supported on it by a pair of 
narrow roller bearings at the ends of 
the tube. This tube can thereby remain 
stationary while the axle revolves in- 
side it, and the motor case can be 
clamped directly to the tube. Thus the 
disadvantages of plain bearings have 
been overcome, quieter operation of the 
gears achieved, and wear reduced. 

The development of fatigue fractures 
in axles has always been a serious prob- 
lem to railway operators. These frac- 
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tures, which start as tiny cracks, in 
themselves of no danger, may in time 
so increase in magnitude that the axle 
breaks. 

In recent years, however, the ultra- 
sonic crack detector has been pro- 
duced, and is now in regular use for 
routine examination of axles. With 
this instrument it is possible to detect 
fine cracks, so that axles can be with- 
drawn from service before the cracks 
have developed to a dangerous degree. 

The older method of magnetic axle 
testing, necessitating removal of the 
wheels from an axle, is now avoided 
except as a valuable check on axles 
which are already without wheels or 
have had wheels removed because a 
crack has been detected in the ultra- 
sonic test. Other defects are caused by 
electrical burning of wheels and axles 
caused by fusing resulting from a short- 
circuit or breakdown of insulation. Burn- 
ing is treated with particular care and the 
damaged parts scrapped, for even a spot 
of burnt metal will in time almost cer- 
tainly lead to a fracture. 

During 1951 at the running depots 
alone 7,300 wheel sets were removed for 
reconditioning, which gives an indica- 
tion of the constant endeavour made by 
London Transport to provide a stan- 
dard of reliability and safety compat- 
ible with the task of carrying some 630 
million passengers a year. 








Improvements in L.M.R. Suburban Station Frontages 


CENTRAL | 





Two examples of how the frontages of L.M.R. suburban stations in the London area are being improved by new signs 


and tidier advertising displays 








INSPECTION IN INDUSTRY.—The latest report 
published by the Anglo-American Council 
on Productivity deals with inspection in 
industry. The team responsible for com- 
piling the report has concluded that the 
best British practice in this respect is not 
behind the best in America, although the 
subject has a larger enthusiastic following 
in the U.S.A. than is evident here. It was 


found that a new and broader conception 
has been given to the term “ quality con- 
trol,” the present approach being that 
inspection is only part of the wider func- 
tion of co-ordination of the influences on 


quality. Test procedures include the col- 
lection of information on performance, 
and the study of customers’ reactions 
to products. 


FABRICATED TUBULAR STEELWORK.—Tube- 
wrights Limited, a subsidiary of Stewarts 
and Lloyds Limited specialising in the 
design and manufacture of fabricated tubu- 
lar steel work, is exhibiting a wide range of 
products on Stand No. 68 at the Factory 
Equipment Exhibition to be held at the 
Royal Horticultural Society’s New Hall, 
Westminster, from March 23 to 27. The 


exhibits will include the Pallage, which per- 
mits the rapid building-up of various 
forms of mechanical handling equipment 
(tray, crate, rack, pallet, stillage) from 
standard components. Also to be shown 
are models and photographs of various 
types of pallets, post pallets, crates, still- 
ages, and trolleys, together with tubular 
steel foot and pipe bridges, jibs, and hand- 
railing. A Unimer tubular steel frame 
building suitable for a single-storey build- 
ing will also be on view. Tubewrights staff 
will be pleased to deal with all inquiries in 
the Reception Office. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. H. W. Brooksbank, a Principal Ex- 
ecutive Assistant, Commercial Department, 
London Transport Executive, has been 
appointed Fares and Charges Officer. 


Mr. J. H. Barker, Commercial Agent, 
Auckland, New Zealand Government Rail- 
ways, has been appointed Commercial 
Manager. 


Lord Bridgeman, who was awarded his 
D.S.O. in 1940 during the 1939-45 war, is 
a Member of the Trade & Industry Com- 
mittee and of the Association of Indepen- 
dent Peers. 


Sir Reginald E. Robins, Commissioner, 
East Africa High Commission who, as 
recorded in our February 20 issue, is relin- 
quishing duty this month, was born in 
1891. He was educated at Queen Mary’s 


in 1938. He is an Officer (Brother) of 
the Order of the Hospital of St. John of 
Jerusalem. He received the honour of 
Knighthood in 1945. 


Mr. N. C. Vogan, Assistant Chief Civil 
Engineer, New South Wales Government 
Railways, has been appointed Chief Civil 
Engineer in succession to Mr. R. V. G. 
Pennefather, who retired on December 31, 
1952. 





The Viscount Bridgeman 
Appointed Chairman, Vulcan Foundry 


Limited 


The Viscount Bridgeman, C.B., D.S.O.., 
M.C., who, as recorded in our February 
27 issue, has been appointed Chairman of 
Vulcan Foundry Limited, was educated at 
Eton. He joined the Rifle Brigade as a 
Second Lieutenant in 1914 and served over- 
seas in the 1914-18 war from 1915-18. He 
was wounded and, while convalescing, 
he became Private Secretary to his 
father when Parliamentary Secretary 
to the Minister of Labour, after which 
he returned to the War Office. He 
was elected a Director of the Great 
Western Railway of Brazil in 1939, an 
office which he held until the dissolution of 
the company in 1950. Subsequently, he 
joined the Board of the Vulcan Foundry 
Limited. His engineering interests include 
Lobnitz & Co. Ltd., and the Atlas Diesel 
Co. Ltd., Wembley. Until recently, he 
was a Director of the Barrow Haemetite 
Steel Co. Ltd. In the House of Lords 
he has taken part in discussions relating 
to industrial as well as defence questions. 


School, Basingstoke, and entered the ser- 
vice of the Great Western Railway in 1908. 
He was selected for training under the 
company’s special training scheme for 
officers in 1920; and, from 1919 to 1924, 
he underwent professional training at the 
London School of Economics, where he 
was awarded the Brunel Medal. In 1928 
he became an Associate Member of the 
Institute of Transport, of which he became 
a full Member in 1940. Sir Reginald 
Robins entered the service of the Kenya 
& Uganda Railways & Harbours in 1925 
as Assistant Superintendent of the Line, 
which position he held for ten years. He 
was for a short period Superintendent of 
the Line before he went to Tanganyika 
as General Manager of the Government 
Railways there in 1935. He was appointed 
General Manager of the Kenya & Uganda 
Railways & Harbours in 1942. He was 
appointed Commissioner, East Africa High 
Commission, in 1948. Sir Reginald Robins 
was made an O.B.E. in 1932, and C.M.G. 


Sir Reginald E. Robins 


Commissioner, East Afi ica High Commission, 
who is retiring 


Mr. J. Ridley, Chief Traffic Manager, 
Western Australian Government Railways, 
is on leave pending retirement after 41 years’ 
service. He has been succeeded by Mr. T. W. 
Brodie, Assistant Chief Traffic Manager. 


The Queen, on February 27, at Bucking- 
ham Palace, conferred the insignia of 
Commander of the Order of the British 
Empire on Mr. J. N. McMillen, former 
chairman of the Northern Ireland Tourist 
Board. 


_ At a meeting of the Irish Railway Clear- 
ing House Committee held at 5, Kildare 
Street, Dublin, on February 26, 1953, Mr. 
J. B. Stephens was unanimously re-elected 
ae of the Committee for the year 


Mr. George E. Dunlop, Assistant Pas- 
senger Manager, Ulster Transport Author- 
ity, has been elected an Associate of the 
Institute of Transport. 
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Mr. C. J. H. Schoombie 


Appointed Assistant General dw y (Staff) 
Johannesburg, S.A.R. & H. 


Mr. C. J. H. Schoombie, Chairman, 
South African Railways & Harbours Ser- 
vice Commission, Pretoria, who, as 
recorded in our February 6 issue, has been 
appointed Assistant General Manager 
(Staff) Johannesburg, South African Rail- 

ways, joined the service as messenger 
during 1912 in the Transportation Depart- 
ment at Kimberley, and was transferred 
to the System Manager’s Office, Kimberley, 
during 1924 after having served at various 
stations on that system. During 1928, Mr. 
Schoombie was transferred to the System 
Manager's Office, East London, where he 
was employed in the Staff and Trains sec- 
tions until March, 1932, when he was 
promoted to the position of Welfare Officer 
in the office of the Chief Mechanical 
Engineer, Pretoria. He was thereafter 
appointed as Senior Clerk on the General 
Manager’s Parliamentary Staff, Johannes- 
burg, during 1933, and two years later to 





Mr. E. G. Kerr 


_Appointed Treasurer, 
Canadian Pacific Railway Company 


THE RAILWAY GAZETTE 


March 6, 1953 





Mr. H. J. C. Bosman 


Appointed Chairman, S.A.R. & H. Service 
‘ommission, Pretoria 


the post of Principal Clerk in the office 
of the S.A.R. Service Commission, 
Pretoria. On June 15, 1936, Mr. 
Schoombie was appointed as Goods & 
Passenger Agent, Bloemfontein, and during 
1937 was promoted to Assistant Super- 
intendent (Special Duties) attached to the 
General Manager’s Parliamentary Section, 
Johannesburg. Thereafter he cccupied the 
posts of Goods & Passenger Agent, 
Pretoria, Assistgnt Superintendent (Operat- 
ing) in the General Managers’ Office, and 
at Cape Town, Superintendent (Operating 
& Commercial) Kimberley, Superintendent 
(Operating) Durban, and Superintendent 
(Operating & Commercial), Pretoria before 
appointed as System Manager at Kim- 
berley, Bloemfontein and Cape Town 
respectively. On May 1, 1952, Mr. 
Schoombie was promoted to the position 
of Chairman of the S.A.R. Service Com- 
mission, Pretoria, and on December 17, 





Mr. James A. Dundas 


Treasurer, Canadian Pacificf{Railway_Company, 
1944-1953 


Mr. D. McKenna 


Appointed Chief Commercial & Public Relations 
fficer, L.T.E. 


1952, to his present post of Assistant 
General Manager (Staff), Headquarters, 
Johannesburg. 


Mr. Hendrik Jan Christoffel Bosman, 
System Manager, South African Railways 
and Harbours, who, as recorded in our 
February 13 issue, has been appointed 
Chairman, South African Railways & 
Harbours Servigz Commission, Pretoria, 
was born on October 29, 1893. He joined 
the South African Railways & Harbours 
on June 26, 1913, as a clerk and served in 
this capacity at various outside passenger 
and goods stations until August 16, 1920, 
when he transferred to Bloemfontein, 
where he took charge successively of the 
Parcels Section, Booking Office and Goods 
Accounts Section. On January 1, 1926, he 
was transferred to the General, Claims & 
Rates Section of the office of the ge 
General Manager, Bloemfontein and, ¢ 





Mr. T. W. Brodie 


Appointed Chief Traffic Manager, 
Western Australian Government Railways 
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December 1, 1928, he was promoted to 
the position of Commercial Agent in the 
same office and transferred in this grade 
to the Natal System, with Headquarters 
at Durban, on June 24, 1929. He trans- 
ferred to the General Manager’s Road 
Motor Competition Section, Johannesburg, 
on December 1, 1931, where he remained 
until April 15, 1933, when he was promo- 
ted to Road Transport Officer, Durban. 
On March 1, 1935, he joined the General 
Manager’s Parliamentary Section, Johan- 
nesburg. Mr. Bosman was promoted to 
the position of Assistant Manager (Com- 
mercial), Road Motor Services, General 
Manager’s Office, Johannesburg, on Sep- 
tember 1, 1937, and received further pro- 
motion on May 15, 1940, to the position 
of Superintendent (Commercial & Staff), 
in the office of the System Manager, 
Johannesburg. On April 1, 1943, he was 
promoted Superintendent (Staff) General 
Manager’s Office, Johannesburg, and, on 
October 17, 1945, he was appointed to the 
post of Assistant Manager (Commercial) 
Rand Motor Services—General Manager's 
Office, Johannesburg. Mr. Bosman was 
appointed System Manager, Western 
Transvaal System, on June 5, 1949, which 
is one of the highest managerial positions 
outside the General Manager’s department. 
On February 1, 1953, he was promoted to 
the position of Chairman, South African 
Railways & Harbours, Service Commis- 
sion, Pretoria, under the direct control of 
the Minister of Transport. Although due 
to reach the statutory retiring age of 60 
on October 28, 1953, the Governor General 
has extended Mr. Bosman’s services for 
three years, to October 28, 1956. Mr. 
Bosman has served as a member of the 
Rural Industries Commission during 
1938/39 and was seconded to membership 
of the Road Motor Service Commission 
appointed by H.E. the Governor of 
Northern Rhodesia during March-May, 
1951. He has. served as Chairman or mem- 
ber of many departmental committees, 
most important of which was the Hours of 
Duty Committee (1944-45) which deter- 
mined the hours of duty and certain other 
service conditions of the whole of the 
European and Non-European Staff of the 
South African Railways & Harbours. 


Mr. D. McKenna, O.B.E., Commercial 
Manager, London Transport Executive, 
who has been appointed Chief Commercial 
& Public Relations Officer, is 42 years of 
age, and was educated at Eton and Trinity 
College, Cambridge, where he took an 
M.A. degree in Mechanical Sciences with 
first class honours. Mr. McKenna will 
continue to be responsible for the work of 
the Commercial Department, and _ will 
combine with it in his new post responsi- 
bility for the closely related Public and 
Press Relations and Publicity work of the 
undertaking. These latter functions have 
hitherto come under the control of the 
Chief Public Relations Officer, Mr. G. 
Dodson-Wells, whose transfer to the 
British Transport Commission as Com- 
mercial Advertising Officer was recorded’ in 
our January 30 issue. Mr. McKenna joined 
London Transport in 1934 and gained ex- 
perience in the Actuary’s Staff, Develop- 
ment Superintendent’s and Chairman’s 
Offices, and was appointed one of the Vice- 
Chairman’s assistants towards the end of 
1936. After war service in the Transporta- 
tion Branch of the Royal Engineers, in 
which he attained the rank of Lieutenant- 
Colonel, he was appointed Development & 
Research Officer in 1946, and, while hold- 
ing that office, was Secretary of the London 
Plan Working Party appointed by the 
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British Transport Commission, whose re- 
port upon future railway development in 
the London area was presented to the 
Minister of Transport in 1949. Mr. Mc- 
Kenna was appointed Rolling Stock Super- 
intendent (Railways) in 1948, and Com- 
mercial Manager at the end of 1950. He 
has represented the British Transport Com- 
mission on the Transport Users’ Consu!ta- 
tive Committee for London since the 
beginning of 1951. He is a Member of the 
Institute of Transport. 


Mr. E. C. Kerr, Assistant to the Vice- 
President of Finance, Canadian Pacific 
Railway Company, who has been appointed 


_ Treasurer of the C.P.R., was born in Mon- 


treal in 1903 and educated at Montreal 
High School. He joined the C.P.R. in 
1918 and entered the Financial Depart- 
ment. He was appointed Chief Clerk in 
1934 and, in 1938, he became Secretary 
to the Financial Department. He was 
appointed Assistant to the Vice-President 
in 1947. Mr. Kerr is a keen sportsman 
and has had an active athletic career, 
having been President of the Hockey Club 
and a member of the Executive Department 
for the Football and Basketball Clubs. He 
was formerly Captain of the Wentworth 
Golf Course and has been an executive 
member of the Canadian Pacific Recreation 
Club since 1930. Mr. Kerr is also an’ en- 
thusiastic trout-fisherman. 


Mr. James A. Dundas, Treasurer, Cana- 
dian Pacific Railway Company, who has 
retired after 46 years’ service, was born in 
Liverpool in 1888. He joined the C.P.R. 
in Montreal in 1907 as a Clerk in the 
office of the Vice-President of Finance & 
Accounts. He became Chief Clerk in 1917 
and, in 1932, was appointed Assistant to the 
Vice-President of Finance. In his succes- 
sive promotions he achieved an _jnter- 
national reputation in the fields of foreign 
exchange, corporation finance and invest- 
ment. In 1944, Mr. Dundas was appointed 
Treasurer. 


Mr. T. W. Brodie, Assistant Chief Traf- 
fic Manager, Western Australian Govern- 
ment Railways, who has been appointed 
Chief Traffic Manager in succession to 
Mr. J. Ridley, who has retired, is 58 years 
of age. He joined the service as a Junior 
Clerk in 1910, and worked through 
successive grades in the Traffic Branch, 
serving in such positions as Clerk, Station- 
master, Transport Clerk, etc. During the 
last war he was attached to the Army 
Movement Control Group in Western 
Australia, rising to the rank of Major, and 
subsequently held the appointment of 
Deputy Assistant Director of Transporta- 
tion. Mr. Brodie returned to the railway 
service as Chief Transport Clerk, and, on 
the formation of the Railway Road Ser- 
vice Section in 1947, he was selected from 
numerous applicants from both inside and 
outside the railway service for appointment 
to the position of Superintendent of Road 
Services, a Sub-Head under the Chief 
Traffic Manager. He continued in this 
position through the initial development 
stages until, following Mr. Ridley’s 
appointment as Chief Traffic Manager in 
1951, he succeeded him as Assistant Chief 
Traffic Manager. 


Mr. A, E. Robson, M.B.E., M.I.Mech.E., 
Carriage & Wagon Engineer (Eastern & 
North Eastern Regions), British Railways, 
has been appointed Acting Chief Officer 
(Carriage & Wagon Construction & Main- 
tenance), Railway Executive, in succession 
to Mr. E. Pugson, who retired recently. 
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Mr. P. A. Euvrard, Deputy Commercial 
Representative, South African Railways, 
London, has been appointed Publicity & 
Travel Agent, South African Railways, 
Cape Town. 


Mr. F. H. Jaekel, District Superinten- 
dent, Nigerian Railway, Associate Member 
of the Institute of Mechanical Engineers, 
has been elected "a Member of the 
Institute. 


Mr. E. Pugson, O.B.E., Chief Officer 
(Carriage & Wagon Construction & Main- 
tenance) Railway Executive, who, as re- 
corded in our last week’s issue, has retired 
for reasons of ill-health, will be 59 in 
April, and not 49 as stated. 


Mr. J. R. Hammond, M.B.E., B.Sc., 
A.M.LC.E., District Engineer, Cardiff, 
Western Region, British Railways, has been 
appointed District Engineer, Wolver- 
hampton. 


Mr. W. Fossey, Head of Section Re- 
gional Staff Office, Euston, London Mid- 
land Region, British Railways, has retired 
after 46 years’ service. Presentations were 
made to him on behalf of the headquarters’ 
staff and also from the management and 
staff sides of Nos. 2, 3 and 4 Section 
Councils, of which he was Secretary. 


We regret to record the death, at the 
age of 85, of Mr. A. E. Tedder, O.B.E., 
Chief Continental Delegate for the Great 
Eastern Railway Company until his retire- 
ment in 1932. 


We regret to record the death on Feb- 
ruary 16 of Mr. G. M. North, formerly 
Assistant to the District Commercial 
Superintendent, Leeds, Eastern Region, 
British Railways. 


The following staff changes are an- 
nounced by British Railways, London Mid- 
land Region :— 

Miss H. B. Laws, Welfare Supervisor 
(Women) Derby, to be Woman Welfare 
Officer, Regional Staff Office, Euston. 

Mr. E. J. Card, Head of Section (Pur- 
chasing and Sales), Stores Department, 
Railway Executive, to be Assistant (Pur- 
chasing and Sales) Stores Department, 
Euston. 

Mr. S. Richards, Deputy Assistant & 
Senior Investigator, Commercial Investiga- 
tion Bureau, Euston, to be Assistant to 
Commercial Superintendent (Investigation 
Bureau), Commercial Superintendent’s De- 
partment, Euston. 

Mr. D. S. Jewell, Assistant (Develop- 
ment), Signal & Telecommunications Engi- 
neer’s Office, Euston, to be Assistant 
Divisional Signal & Telecommunications 
Engineer, Manchester (Hunt’s Bank). 

Mr. L. R. Insley, Electrical Assistant 
Signal & Telecommunications Engineer’s 
Office, Euston, to be Assistant Divisional 


Signal & Telecommunications Engineer, 
Derby. 
Mr. L. W. Cox, District Operating 


Superintendent, London (W.), to be Assist- 
ant (Freight Services), Operating Super- 
intendent’s Office, Euston. 

Mr. E. Howell, Assistant to District 
Operating Superintendent, Wakefield, to be 
Assistant District Traffic Superintendent, 
Carlisle. 

Mr. B. Wilbraham, Chief Transit & 
Station Working Clerk, Stoke, to be Goods 
Agent, Stoke. 


Mr. W. E. Pattman has been appointed 
Purchasing Manager and Mr. J. M. Lassen 
Sales Manager, Vybak P.V.C. Materials, 
of Bakelite Limited. 
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The following staff changes have been 
announced by the Southern Region, British 
Railways :— 

Commercial Department 

Mr. A. Kilner, Assistant Goods Agent, 
Nine Elms, to be Goods Agent, Nine Elms, 
as from February 1, 1953. 

Civil Engineer's Department 

Mr. D. A. Harris, Engineering Assistant, 
Eastleigh, to be Assistant to District Engi- 
neer, Brighton, as from November 17, 1952. 

Mr. H. R. Reynolds, Assistant District 
Engineer, Purley, to be New Works Assist- 
ant, Waterloo, as from January 1, 1953. 

Mr. R. N. Pink, Engineering Assistant, 
Waterloo, to be Assistant (Works Design). 
Waterloo, as from January 1, 1953. 

Mr. P. W. Tanner, Engineering Assistant, 
Ashford, to be Assistant to District Engi- 
nere, Woking, as from January 26, 1953. 

Mr. K. W. Foster, Assistant District 
Engineer, Irvine, Scottish Region, to be 
Assistant District Engineer, Purley, as from 
February 23, 1953. 


The following Officers of the Railway 
Executive have been admitted to or pro- 
moted in the Venerable Order of the 
Hospital of St. John of Jerusalem : — 

Admitted to the Grade of Officer 
(Brother). 

Mr. K. W. C. Grand, Chief Regional 
Officer, Western Region. 

Mr. J. W. Watkins, Chief Regional 
Officer, London Midland Region. 

Mr. H. A. Short, Chief Regional Officer, 
North Eastern Region. 


Promoted to the Grade of Officer 
(Brother). 
Dr. H. H. Cavendish Fuller, Chief 


Medical Officer, Railway Executive Head- 
quarters. 

Mr. R. Burgoyne, Regional Staff Officer, 
Western Region. 

Admitted to 
Brother. 

Mr. R. Simpson, Regional Staff Officer, 
London Midland Region. 


Mr. LeRoy A. Petersen, President of 
Otis Elevator Company, has been elected 
a Director of American Locomotive 
Company. 


the Grade of Serving 


Mr. R. C. Harrower has been appointed 
Assistant Manager, Birkenhead Works, of 
the Vacuum Oil Company. 


We regret to record the death on Feb- 
ruary 17 of Mr. Norman Howarth 
Brierley, O.B.E., formerly Chief Mechani- 
cal Engineer, United Railways of Havana. 
Mr. Brierley was 73. 


Mr. A. E. Ingham, M.I.Mech.E., 
M.I.P.E., Joint Managing Director, George 
Richards & Co. Ltd., and Director of 
Tilghman’s Patent Sand Blast Co. Ltd., 
will retire from these appointments at the 
end of June, 1953. 


Mr. G. M. Baker, General Works 
Manager, C. A. Parsons & Co. Ltd., 
Heaton Works, has been elected a Direc- 
tor. Mr. J. L. Packard has succeeded Mr. 
E. P. Preston as the London Office Mana- 
ger. 


Mr. L. W. Webb, Managing Director, 
General Descaling Co. Ltd., left this 
country on February 14 on a business tour 
which will include Baghdad, Basra, Ku- 
wait, Pakistan, India, Ceylon, Singapore, 
Australia, and South Africa. Mr. Webb 


will return via Jordan, Istanbul and Italy. 
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He will be seeing clients and prospective 
clients in the gas, water and oil industries. 


Mr. S. G. Meggitt has been appointed 
a Director of the Neepsend Steel & Tool 
Corporation Limited. 


Mr. G..G. Savill and Mr. L. R. Johnston 
have been appointed to the Board of 
C.A.V. Limited. 


Sir Arthur Smout, Director of the Metals 
Group of Imperial Chemical . Industries 
Limited, has retired. 


Mr. M. F. M. Wright has been 
appointed Vice-Chairman of the Board 
and Deputy Managing Director of the 
Butterley Company. 


Mr. J. T. Smith, a Director in charge of 
engineering on the Board of the Metal 
Division of Imperial Chemica] Industries 
Limited, has retired. 


We regret to record the death on Feb- 
ruary 20 of Mr. H. B. Fergusson, Senior 
Director of G. A. Harvey & Co. (London) 
Ltd. 


Mr. A. E. Searle has been appointed 
Manager, Transport & Depot Stocks 
Department, C. C. Wakefield & Company, 
Ltd. Mr. H. E. C. Young becomes 
Assistant Manager. 


Sir George Binney, a Director of United 
Steel Companies Limited, is making a two 
months’ business tour in the course of 
which he will visit Colombo, Australia, 
New Zealand.and South America. 


Mr. F. Turner, Technical Sales Mana- 
ger, Locomotive Department, John Fowler 
& Co. (Leeds) Ltd., has been appointed 
General Sales Manager. This company is 
a member concern of Marshall, Sons & Co. 
Ltd., Gainsborough. 


Mr. F. R. Livock has been appointed 
Controller, Education & Personnel Ser- 
vices, and Mr. G. B. L. Chivers, Staff 
Manager, Sales Organisation, of the 
General Electric Co. Ltd. 


Mr. W. T. James, O.B.E. has, owing to 
pressure of business, resigned his Director- 
ship of the City of Oxford Motor Services, 
Limited. Mr. P. G. Stone Clark has been 
elected to the Board of the Company, and 
has been appointed Managing Director in 
the place of Mr. James. 


Mr. W. S. Knight, Managing Director, 
Lightalloys Limited, has been granted six 
months leave of absence by the Board, and 


Mr. K. C. T. Marshall, Works Director 
has been appointed Acting Managing 
Director. The Rt. Hon. Lord Rockley has 


1esigned from the Board owing to the pres- 
sure of other commitments. 


We regret to record the death on Feb- 
ruary 26, in his 82nd year, of Mr. Joseph 
Critchley who, for many years until his re- 
tirement in 1936, was Railway Technical 
Representative of the Vacuum Oil Co. Ltd. 
Mr. Critchley was a Member of the Insti- 
tution of Locomotive Engineers from 1921 
to 1941. 


Mr. H. W. Barnett, London Manager, 
Butterley Co. Ltd., is to become Manager 
of the newly-formed Oxygen Generator 
Division in addition to his present duties. 
Mr. A. A. C. Robertson, A.M.I.Mech.E., 
will be Chief Engineer, and Dr. G. G. 
Haselden, D.LC., A.M.L-Chem.E., Con- 





March 6, 1953 





sultant. The Purchasing Agent is Mr, 
H. P. Williams. The headquarters o! the 
Division are at 20, Ashley Place, London, 
S.W.1, telephone Victoria 8023. 





Great Western Railway 
Literary Society 


To mark the centenary of the Great 
Western Railway Literary Society, a 
luncheon was held at the Great Western 
Royal Hotel, Paddington, on February 24, 
Mr. K. W. C. Grand, Chief Regional 
Officer, Western Region, and President of 
the Society, was in the chair. He was 
supported by the following:— 

Messrs. S. B. Taylor, Chief Secretary, British 
Transport Commission, and a former Chairman 
of the Society; F. R. E. Davis, formerly Sccre- 
tary, Great Western Railway; C. R. Dashwood, 
Chief Accountant; Gilbert Matthews, Operating 
Superintendent; C. Furber, Commercial Super- 
intendent; and R. Burgoyne, Regional Staff 
Officer; Dr. C. T. Newnham, Regional Medical 
Officer; Messrs. R. G. Henbest, Estate & Rating 
Surveyor; H. G. Bowles, Assistant Chief Re- 
gional Officer; H. E. Hedges, General Assistant 
to the Chief Regional Officer ; S. Gray, Assistant, 
Chief Regional Office; C. J. Rider, Public Rela- 
tions & Publicity Officer; J. D. Swain, Regional 
Treasurer; and B. H. Bristow, Regional Weifare 
Officer, Western Region. 

Also present were Mr. J. C. Harris and 
Mr. C. P. Fishley, former Chairmen of the 
Society, as well as present officers and 
members of the Committee. 

In proposing the toast of * The Society,” 
Mr. Taylor recaptured the atmosphere of 
the times in which the Literary Society was 
formed and referred to the many activities 
and interests sponsored by the Society 
during its century of existence. From these 
have emerged a number of the present 
organisations which today provide social 
and recreational facilities for the staff of 
the Western Region. 

Mr. K. W. C. Grand, in responding to 
the toast, thanked Mr. Taylor for his com- 
prehensive and entertaining review of the 
history of the Society and made reference 
to the celebrated men associated with it, 
including Charles Saunders, the first Presi- 
dent, Daniel Gooch, and _ Isambard 
Kingdom Brunel. He gave a _ special 
welcome to Mr. J. C. Harris, Chairman of 
the Society before his retirement from the 
service in 1939. The proceedings ended 
with a vote of thanks to the Chairman by 
Mr. C. R. Dashwood. 








ELECTRICAL ENGINEERS’ EXHIBITION.—At 
the forthcoming Electrical Engineers’ Exhi- 
bition to be held at Earls Court from 
March 25 to 28, the Westinghouse Brake & 
Signal Co. Ltd. will have a working exhibit 
of single- to three-phase conversion 
whereby two polishing machines powered 
by three-phase motors will be operated 
from a single-phase a.c. supply through 
Westinghouse Static Phase Converters. 
Another demonstration will be of a vibra- 
tor, showing one of the many magnetic 
applications of Westinghouse metal recti- 
fiers. A static display will include the latest 
design of Westalite rectifier and rectifier/ 
transformer sets for industrial d.c. power 
supplies, an oil-immersed heavy current 
Westalite rectifier and control panel used 
extensively for electro-deposition pro- 
cesses, a selection of battery chargers for 
charging radio cells and car batteries, and 
the VZ style for electric vehicle battery 
charging. Another feature of interest will 
be a very comprehensive display of rectt 
fier units for numerous applications. 
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Transport Bill Second Reading in House of Lords 


Decentralisation of railway management ; 


railway-owned 


road vehicles ; Transport Users’ Consultative Committee 


Earl Jowitt (Leader of the Opposition) 
when the debate was resumed on February 
25, said that the Opposition would not 
divide on the Bill, for which, whether it 
was good or bad, the Government clearly 
had a mandate. Nationalisation was not a 
panacea, but those who said _ that 
nationalisation must always be bad were 
equally foolish. For one party -to 
nationalise, another to denationalise, and 
for the first, if it returned to power, to 
renationalise would bring disaster. 

lhe Government, he added, would have 
done better to have compromised. He had 
no objection to competition between 
nationalised and private undertakings. It 
was a pity that the Government did not 
begin by emancipating the rae vehicles 
operating under “A” and “ licences 
from the 25-mile limit so as . introduce 
the desired element of competition with- 
out disrupting the services which had been 
built up. The drastic interference proposed 
was a serious matter. Throughout the de- 
bate not one instance had been given of the 
inefficiency of present services. 

The extent of pilfering at the present 
time was deplorable, and it seemed as if the 
standards of 50 years ago had largely gone. 

The proposed levy on transport, Lord 
Jowitt went on, was unfair and unwise. It 
should not be passed into law now, but only 
if the loss on the sale of road transport had 
become unmanageable. 


Reorganisation of the Railways 


Unification of the railways had been of 
immense national advantage. He did not 
mind whether the Railway Executive was 
abolished or not. He was not sure what 
was to be decentralised under the Bill— 
obviously not rolling stock distribution. 
Finance must be central, and, presumably, 
rolling stock design and research. Wages 
negotiation would be centralised, as it 
had always been. 

It was not right that the scheme for the 

reorganisation of the railways should be 
presented to the House of Lords in Order 
in Council which they could not alter. 
The B.T.C. was to prepare the scheme and 
the Minister would discuss it with various 
bodies but not in the Lords. Lord 
Leathers was the greatest revolutionary 
since Guy Fawkes. 
_ The Earl of Birkenhead (Lord-in-Wait- 
ing), pointed out that there would be an 
obligation on the Minister to consult with 
interests affected by the scheme for re- 
organising the railways. Parliament would 
also have the opportunity to consider the 
proposals. 


Docks and Harbours 


The question whether the former railway- 
owned docks should be administered by a 
Separate Executive could not be settled 
now, Lord Birkenhead went on. The im- 
portant point was that they would not be 
returned to railway ownership. 

The Earl of Elgin & Kincardine em- 
phasised the importance of air transport to 
Scotland; he also drew attention to some 
Shortcomings of the Transport Users’ Con- 
Sultative Committee (including the im- 
pression of bias in favour of the railways 
because of railway representation on it, 
and its meeting in the Railway Executive 
boardroom) and hoped that the Scottish 


Transport Council would be free of these 
difficulties. 

Lord Silkin said it was apparent from 
the volume of traffic being carried by 
nationalised road transport that it was more 
efficient than under private enterprise. 

Viscount Swinton (Secretary of State for 
Commonwealth Relations), replying, prom- 
ised that the Government would meet con- 
structive criticism on its merit, and would 
give ample time for discussion during the 
Committee and Report stages in the Lords. 
Only the most complacent and doctrinaire 
people, he continued, could say that 
nationalised transport was giving the best 
service. The Government approach was not 
in the least doctrinaire. 


Railway-Controlled Road Services 


The railways, said Lord Swinton, would 
be left with the whole of their feeder ser- 
vices, including C. & D., with many more 
vehicles than before nationalisation. Both 
the nationalised railways and free enter- 
prise should have opportunities to compete 
for road traffic. The railways must have 
freedom to develop not only on the rail- 
ways but on road haulage and passenger 
road transport. That would not imply a 
monopoly, least of all an over-centralised 
monopoly. 

In decentralising railway management, 
they wanted to retain what was good and 
remove abuses. Advocates of nationalisa- 
tion had found that even in nationalised 
enterprise, the lesser fleas had bigger fleas 
upon their backs to bite ’em. Surely, the 
gentlemen in Whitehall did not always 
know best. 

It was in their own interests, Lord Swin- 
ton went on, as well as that of the traders, 
that the railways should have more flexi- 
bility and the opportunity to meet local 
conditions and special needs. They meant 
to give the railways greater freedom to 
quote special rates. That should give them 
more revenue and the traders better and 
cheaper service. 

The Bill was read a Second Time with- 
out a division. 





Committee Stage of Iron and Steel Bill 


Mr. G. R. Strauss (Vauxhall—Lab.) 
when the debate was resumed in the House 
of Commons on February 23, expressed the 
Opposition disapproval of Clause 16, 
specifying the duties of the Iron & Steel 
realisation Agency in returning under- 
takings to private ownership. This should 
be done, he said, by the Corporation or 
some existing body. 

Mr. Boyd-Carpenter (Financial Secretary 
to the Treasury), said it was better to have 
a clear-cut division of functions, the Board 
to have supervision over the whole of the 
technical side of the industry, and the 
Agency, for which the Chancellor of the 
Exchequer would be responsible to Parlia- 
ment, to carry through the disposal of the 
publicly owned companies and to have the 
ownership of them pending disposal. 


Funds for Development 
The clause was ordered to stand part of 
the Bill. 
On Clause 20 (Iron and steel realisation 
account and other financial provisions), 
Mr. Boyd-Carpenter, replying to an 


Opposition amendment to reduce the 
amount the Treasury might from time to 
time issue into the iron and steel realisa- 
tion account out of the Consolidated fund, 
gave details of expected liabilities. It was 
necessary, he said, to make provision for 
a liability of £85,000,000. That left a 
balance of £65,000,000 for development 
purposes. 

It was intended to use for the develop- 
ment of such companies as remained in 
public ownership two sources: part of the 
profits ploughed back from the operation 
of the companies; and the £65,000,000. 
That depended both on the speed of dis- 
posal and the amount of development it 
would be possible to undertake. The 
Government had fixed the total figure at 
£150,000,000, reasonable to cover the 
development probably to be undertaken 
during the next two years by companies 
remaining in public ownership. 

The amendment was negatived. 

Mr. Duncan Sandys (Minister of Supply), 
when the debate was resumed on February 
24, moved two amendments designed to 
provide for compensation for employees 
who suffered through denationalisation. 
This brought the Bill into line with the 
Act of 1949. The second amendment re- 
lated to compensation for officials and em- 
ployees of the Iron & Steel Corporation. 
The clause as amended met the desires of 
the T.U.C. The amendments were agreed 
to. 


Link with Schuman Authority 


Mr. A. Robens (Blyth—Lab.) moved a 
new clause to establish a link between the 
European Coal & Steel Community and 
the Board. He said that while on the 
Continent a great integration was taking 
place in the steel industry, the Government 
was, in the Bill, disintegrating what was 
promising to be a sound organisation, 
which could deal most effectively with the 
enormous cartel now working on the Con- 
tinent, which would prove to be a serious 
competitor in the future. 

Without such a clause the Bill was really 
an indirect method of informing the Euro- 
pean Coal & Steel Community that 
Britain would not subscribe to any of the 
provisions of the treaty. 

Mr. Sandys said that he was in full 
sympathy with the wish to express in the 
Bill in some form the desire to make our 
collaboration with the Schuman Authority 
a reality. For constitutional reasons, he 
was unable to accept the clause in its 
present form, but he would undertake 
before the Report Stage to consider whether 
the constitutional difficulties could be over- 
come. Meanwhile he gave the assurance that 
it was the Government’s intention that the 
Board should play a full part in the shap- 
ing of British policy on steel towards the 
Schuman Authority. 

The clause was, by leave, withdrawn. 

The Committee Stage was concluded. 





Nigerian Railway Resources 


Mr. Oliver Lyttelton (Secretary of State 
for the Colonies) answered questions in the 
House of Commons on February 25 as to 
the Nigerian Railway and its alleged short- 
comings. 

One hundred and thirty-two locomotives, 
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he said, had been supplied to Nigeria since 
1945. The backlog of groundnuts for rail- 
ing to ports had caused him, and Ministers 
in Nigeria, much anxiety. They had a 
very difficult heritage in the Nigerian Raii- 
way. Railings had been increased from 
23,000 tons a month in mid-1952 to 42,000, 
and if this were kept up they would work 
off the backlog by the autumn. 

He agreed that if money spent on the 
East African groundnuts scheme had been 
spent on transport facilities in Nigeria, the 
problem would not have arisen. 

The number of locomotives in running 
order was 120 on February 19. The num- 
bers in workshops at Ebute Metta, Enugu, 
and Zaria were 23, seven, and one respec- 
tively. As to the shortage of supervisory 
mechanical engineer staff, they had filled 
several outstanding vacancies; arrangements 
had been made with British Railways for 
the training of eleven craftsmen and six 
fitters every two years. Administrative re- 
organisation of the Maintenance and Work- 
shops Divisions had been completed, and 
the order of additional locomotives which 
should have been placed long ago now 
had been effected. 

As to deliveries not yet made, Mr. Lyttel- 


ton said that these comprised 42 loco- 
motives and 100 bogie covered goods 
wagons. Of these, 12 locomotives were 


due in December, another 15 by the end 
of January, 1954, and the rest in the second 
half of 1954. The wagon order was due 
for completion by the end of 1953; de- 
livery would begin about the end of 
August. 

He had tried to procure additional roll- 
ing stock available, and would examine a 
suggestion as to locomotives and wagons 
precluded by present circumstances from 
delivery to Persia. 

The following is Mr. 
ment: 

NUMBER AND DELIVERY DATES OF 


LOCOMOTIVES SUPPLIED TO NIGERIAN 
RAILWAY SINCE 1945 


Lyttelton’s state- 


Type | Quantity Shipped from U.K. 

0-8-0 it March to December, 1946 

3-8-2 14 June and July, 1947 

+44 os \ March to May, 1948 

0-8-0 | 12 ao 1948, to September, 
| 1949 

2-8-2 | 10 April, 1949 

2-8-2 43 February, 1949, to June, 1950 

2-8-2 9 March, 1951 

2-8-2 | 7 September, 1952 


‘Staff & Labour Matters 


London Goods Depot Dispute 

Railwaymen at a number of goods 
depots in London coming under the con- 
trol of the London Midland Region began 
working to rule on March 2 in support of 
a claim for a higher tonnage bonus. The 
action of the men is stated to be entirely 
unofficial. Efforts were proceeding, as we 
went to press, to induce the mgn to resume 
normal working. 





EASTERN REGION GARRATT C ONVERTED FOR 
OIL-BURNING.—The former L.N.E.R. “ U1 ” 
class Garratt locomotive used for bunking 
coal trains up the 1 in 40 Wentworth bank 
on the Worsborough branch before electri- 
fication, is now being converted at Gorton 
Works to burn oil fuel. After trials in 
the Manchester district, the locomotive will 
be transferred to Bromsgrove, on the 
Bristol-Birmingham line of the former M.R. 
for bunking duties on the Lickey incline. 
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New Booking and Inquiry Offices at Paddington 


Modern decorative treatment 


of 


Mr. John Elliot, Chairman of the Rail- 
way Executive, on February 27 formally 
opened the reconstructed No. 1 Ticket 
Office at Paddington Station. 


Mr. K. W. C. Grand, Chief Regional 
Officer, Western Region, in introducing 
Mr. Elliot, recalled that the old booking 


office had been badly damaged by enemy 
action during the war. 

Mr. Elliot, in declaring the office open, 
said that the time would come when 
British Railways would have to do a great 
deal more in the direction of station im- 


provements such .as this, but there were 
other considerations, and they must be 
patient and explain to the public why 


everything could not be transformed on 
similar lines. Schemes of other kinds were 
on foot, such as colour-light signalling 
from Paddington to Southall. When they 
had the opportunity to produce something 
up to date, which in ten years time would 
still look modern, they could do it with 
the best. In customers served and turn- 
over, the Paddington booking office was 
one of the biggest shops in London. He 
expressed the sincere congratulations of 
himself and of his colleagues on the Exe- 
cutive to all concerned with the recon- 
struction. 
Architectural Design and Fittings 

The new office covers an area of 1,600 
sq. ft., half as much again as the area of 
the former office, and has eleven ticket 
issuing windows, an increase of two over 
those previously provided. Removal of 
the old ticket office breaks a link with 
Brunel, and Wyatt, the Architect, who 
collaborated with him, whose century-old 
plans for the construction of the station 
included the former ticket office exactly 
as it stood prior to this reconstruction. 

The counter front of the new office is 
constructed of 44-in. cellular clinker 
blocks, faced with granite-green Faience 
tiles supported on a steel angle forming 
a recessed skirting. Above the counter 
level is a plastic screen framed in waxed 
polished Abura, with large windows of 


a 
; 


improved 





premises 


fluted glass, supported in anodised alumin- 
ium glazing bars; the plastic sheets between 
the ticket-issuing windows have a natural 
Sapele mahogany veneer, forming the sur- 
face lamination. The counter top is of 
stained and polished Honduras mahogany. 

This front, on its light steel framework, 
permits more open spacing between sup- 
ports and a larger area of glass through- 
out. It replaces Brunel’s mahogany and 
glass panelling with its timber frame. 

The fittings are also of anodised alumin- 
ium, and consist of Angleliters between 
each ticket issuing window; each of which 
has projecting illuminated indicator 
signs, and frames for notices, integral with 
the windows. The glass louvres in the 
windows themselves have been specially 
designed to permit of good audibility and 
to minimise the possibility of infection. 
They are the result of experiments carried 
out for some time by the Western Region 
Architect. 

Improvements to the ticket hall include 
a polished marble chipping and asphalt 
floor, with a black surround turned up to 
form skirtings; together with a false ceiling 
which has removable panels for access to 
the heating and electrical supplies. Wall 
finishes are of Leemore granite rendering 
covered with a transparent waterproof 
lacquer. The wall, with doors giving access 
to the Season Ticket Office, and First Aid 
Room, is faced with Botticino marble. A 
mahogany screen, framed in Abura hard- 
wood, has been provided 9 ft. from the 
floor at the luggage area end of the hall, 
to give the effect of separating the two 
areas without interfering with the free 
circulation of passengers. 

Lighting is by means of flush, recessed 
ceiling fittings with hemispherical Star- 
lighters beneath, and diabolo-shaped metal 
light fittings between the openings in the 
exterior wall. In addition, two special 
tubular metal poster displays with ano- 
dised aluminium frames and _ concealed 
fluorescent lighting, have been provided to 
exhibit train departure notices. Glazed 
double doors of Iroko hardwood with 


Reconstructed booking hall at Paddington 
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Abura frames, give access from the Ticket 
Hail to the departure platform and road- 
way. 

The new office provides accommodation 
for all booking and clerical work to be 
periormed on the ground floor. Staff 
messing facilities will be provided in a por- 
tion of the basement, the remaining space 
being given to ticket storage—44 million 
tickets having to be kept in stock. The 
office is lighted by suspended fluorescent 
fittings with spiral louvres to prevent glare 
from the lamps. Loudspeakers connected 
to the station broadcast system can be 
switched on when the staff need to keep in 
touch with special announcements. 


New Inquiry Office 

A new inquiry office on No. 1 Platform 
was brought into use on February 16, 
separation of inquiries from seat reserva- 
tions having been necessitated by the ex- 
tension of the seat reservation scheme. _ 

In this office mottled grey Accotile is 
used for flooring, while the ceiling, of 
white accoustic fibre squares, has a sur- 
round of light dove-grey plaster. Walls 
are finished partly in Indian Silver Grey- 
wood wax polished veneer and partly in 
Emulsion paint. The counter is of grey 
linoleum with a polished Lagos mahogany 
frame and front of white plastic sheeting 
on block board. 

Lighting of the office is by tungsten 
flush ceiling units, fitted with coloured 
concentric louvres, with additional desk 
lamp lighting on the counter, and spot- 
lighting on the pamphlet display rack. All 
lighting fittings and other metal work are 
of anodised aluminium. A staff rest room 
has been incorporated in the new office. 

The reconstructed booking office and 
the new inquiry office were designed by 
the Architect’s Office of the Western 
Region, under the direction of the Civil 
Engineer. The work was carried out on 
behalf of the Western Region by Marshall 
Andrews & Co. Ltd. 


FOR BRITISH RAILWAYS 

the launch of 
Maid of Argyll 
Limited yard 
on March 4, 


New STEAMERS 
CLYDE SERVICES. — At 

British Railways m.v._ 

fom A. & J. Inglis 
at Pointhouse, Glasgow, 
Mr. F. A. Pope, Member of the 
British, Transport Commission _ said 
that although three times the popula- 
tion of Glasgow was carried by these ser- 
vices in 1952, preliminary estimates pointed 
to a substantial deficit. There would be 
no rise in fares if the new vessels launched 
this year could eliminate the present un- 
balance in the economies of the Clyde 
services. Mr. Pope stressed the autonomy 
given to Mr. T. F. Cameron, Chief Re- 
gional Officer, Scottish Region, in operat- 
ing these and other services The B.T.C., 
the Railway Executive, and Mr. Cameron 
attached the greatest importance to con- 
sultations between the local authorities and 
the steamer management before the various 
programmes were prepared. Every con- 
sideration was given to the needs of each 
of the Clyde resorts. The first vessel built 
by Inglis for the railway-associated com- 
panies was the original Waverley, built in 
1864 for the North British Steam Packet 
Company; she was succeeded by some 
famous vessels by A. & J. Inglis Limited, 
who were also building two other vessels 
for British Railways. The Maid of Argyll, 
the fruit of some 90 years’ experience of 
building railway ships, would be a worthy 
addition to the Clyde fleet. 
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Questions for 1954 International Railway Congress 


Sections, subjects, and reporters 


The 16th session of the International 
Railway Congress, to be held in London 
at Church House, Westminster, from May 
19 to May 26 next year, will consider 
eleven questions under the section head- 
ings of: (1) Way & Works; (2) Locomotives 
& Rolling Stock; (3) Working; (4) General; 
and (5) Light Railways and Colonial Rail- 
ways. Reports to be presented at the 
meetings will cover practice in two groups 
of countries, with a reporter for each; 
References in the article to Groups A and 
B refer to the countries as below:— 

Group A: Austria, Belgium and Colony, 
Bulgaria, Czechoslovakia, France and 
French Union, Germany, Greece, 
Hungary, Italy, Luxembourg, Netherlands, 
Poland, Portugal and Colonies, Roumania, 
Spain, Switzerland, Syria, Turkey and 
Jugoslavia. 

Group B: America (North and South), 
Commonwealth of Australia, Burma, 
Ceylon, China, Denmark, Egypt, Finland, 
India, Indonesia, Iraq, Iran, Republic of 
Ireland, New Zealand, Norway, Pakistan, 
South Africa, Sweden, United Kindom of 
Great Britain and Northern Ireland and 
the territories for whose international rela- 
tions the United Kingdom is responsible. 


Section 1 : Way & Works 


Question 1.—What are the present 
tendencies in organisation and maintenance 
of permanent way; methods of deciding 
work to be done, particularly the use of 
detecting and recording vehicles; planning 
of work, effects of mechanisation 
importance of side tracks for movement 
of gangs and mechanical devices. 

Group A (except Austria, Bulgaria, 
Czechoslovakia, Germany, Hungary, 
Poland, Roumania, and Jugoslavia): M. 
Feyrabend, Chef de la Division et |’Entre 
tien au Service de la Voie et des Buti- 
ments, South-Eastern Region, French 
National Railways. 

Other countries in Group A: Dr. 
Schramm, German Federal Railway. 

Group B: Mr. O. H. Claussen, Per- 
manent Way Engineer, Danish State 
Railways. 

Question 2.—Modernisation of station 
buildings and methods employed in 
financing modernisation programmes. 
Standardisation of unit construction. 

Group A: Mr. J. C. Bogarim, Ingenieur 
en chef de la Division du Material de la 
Direction Generale des Transports Ter- 
restres, Lisbon. 

Group B: Dr. F. F. C. Curtis, Architect, 
the Railway Executive. 


Section 2 : Locomotives & Rolling Stock 


Question 3.—Technical and economic 
investigation of the basic characteristics of 
electric traction systems now in use, with 
a view to deciding whether,-and to what 
extent, there are valid reasons for pre- 
ferring one system to another. In 
particular, the reasons in regard to: (a) 
power supply, (b) overhead line and fixed 
track installations, (c) motive power units, 
and (d) working and maintenance costs. 

Group A: Dr. C. Guzzanti, Inspectorat 
Général de la Motorisation Civile et des 
Transports Concédés, Rome. : 

Group B: Mr. S. B. Warder, Chief 
Officer (Electrical Engineering), the Rail- 
way Executive. 

Question 4.—Methods of Improving the 
Efficiency of Steam Locomotives: (a) 
increase of steam pressure, (b) types of 
grate, (c) superheating, (d) preheating of 


feedwater, (e) feedwater treatment, and 
other considerations. 

Group A: Sr. Manlio Diégoli, Inspecteur 
en Chef Supérieur, Rolling Stock & 
Motive Power Department, Italian State 
Railways. 

Group B: Mr. C. T. Long, Assistant 
Chief Mechanical Engineer (Motive 
Power), South African Railways. 


Section 3 : Operating 

Question 5,—Radiotelephony 
way Working. 

Group A: Herr J. Frischauf, Referent 
fiir Fernmeldewesen, Austrian Federal 
Railways. 

Group B: Mr. S. G. Hearn, Operating 
Superintendent, London Midland Region; 
and Mr. J. H. Fraser, Chief Officer, 
Engineering (Signal & Telecommunica- 
tions) the Railway Executive. 

Question 6.—({a) Remote operation of 
signal boxes: technical resources, working 
orders. (b) Electric working and control 
devices for hinged and “ flexible ” points. 

Group A (except Austria, Bulgaria, 
Czechoslovakia, Germany, Hungary, 
Poland, Roumania, Jugoslavia): Sr. M. J. 
Nogués, Sous-Directeur, Spanish National 
Railways. 

Other countries in Group A: Professor 
Dobmaier, Ministerialdirigent, German 


Federal Railway. 
Group B: Mr. Sorvik, Resident 
Engineer, Electrical Department, 


Norwegian State Railways. 


in Rail- 


Section 4: General 

Question 7.—Staff and welfare. 

Group A: Dr. Huyberechts, Assistant 
General Manager, Belgian National Rail- 
ways; and M. Berghmans, Inspecteur en 
Chef, Belgian National Railways. 

Group B: Mr. F. Lemass, C.LE. 

Question 8.—Decisions regarding geo- 
graphical and functional organisation of a 
railway system. Simplification and 
economies in railway administration. 

Group A: M. Dugas, Directeur des 
Etudes Générales, French National 
Railways. 

Group B: Mr. B. Adamson, Superin- 
tendent of Operating Department, Swedish 
State Railways. 

Question 9.—Railway participation in 
road transport undertakings. 

Group A: Dr. G. Dreyer, Secrétaire 
Adjoint Général, Swiss Federal Railways. 

Group B: Mr. Tissot van Patot, Head of 
Policy Section, Netherlands Railways. 


Section 5: Light & Colonial Railways 

Question 10.—Wear of rails on curves: 
(a) running effects of locomotives and 
motor coaches with motor bogies, (b) 
characteristics of track-laying on curves 
and premature wear of rails, and (c) results 
and remedies. Use of rail-lubricators. 

Group A: M. Ripert, Chef du Service 
de la Voie, Société Generale des Chemins 
de fer Economiques, Paris. 

Group B: Mr. Venkataramayya, Chief 
Structural & Permanent Way Designer, 
Central Standards Office, Indian Railways. 

Question 11.—Protection of overhead 
lines, substations, and motor coaches 
against electrical mishaps. 

Group A: M. Vrielynck, Directeur du 
Service Traction et Matériel, Belgian 
National Light Railways; and M. de 
Boeck, Ingenieur en Chef au Service Trac- 
tion et Matériel, Belgian National Light 
Railways. 

. Group B: Mr. T. S. Pick, Electrical 
Engineer, London Transport Executive. 
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Contracts & Tenders 


The North British Locomotive Co. Ltd. 
has received an order for 20 mixed-traffic 
BB type, diesel-hydraulic locomotives for 
the Western Railway, India. They will be 
fitted with North British-Voith hydraulic 
transmission, and will be powered by 12 
R.P.H.X. supercharged engines developing 
605 h.p. at 1,250 r.p.m., supplied by Davey, 
Paxman & Co. Ltd. The locomotives, 
which will weigh 40-42 tons, are for use 
on the new metre-gauge Kandla-Deesa 
line described in our January 2 issue. 


British Railways, Eastern Region, have 
placed a contract with Charles Churchill 
& Co. Ltd., Birmingham, for one Cincin- 
nati 56/72 Duplex Hydromatic milling 
machine for Doncaster Carriage Works. 


The Special Register Information Service 
of the Commercial Relations & Exports 
Department of the Board of Trade states 
that the closing date for the receipt of 
tenders for two metre-gauge  diesel- 
hydraulic locomotives, reported in our 
January 23 issue, has been extended to 
noon, on April 2. 


The Director-General of Supplies & Dis- 
posals, Railway Stores Directorate, New 
Delhi, is inviting tenders for: — 

(a) 12,000 screw couplings complete with pin 
and hook shackle. 

(b) 5,600 hook shackles for screw coupling 
(b.g.). 


Tenders are to be submitted to the 
Director-General of Industries & Supplies, 
Shahjahan Road, New Delhi, by (a) March 
13, (b) March 27. Reference SRI/17176C 
IV for tender (a) and SRI/16088 D/IV for 
tender (b) should be quoted. 


The Special Register Information Ser- 
vice of the Commercial Relations & Ex- 
ports Department, Board of Trade, reports 
the following calls for tenders issued by 
the Directorate-Genera] of Supplies & Dis- 
posals:— 

(a) 181,600 special two-rail steel keys for use 
with transverse steel sleepers 75R 
under 75 lb. 

(6) 707,500 mild steel two-way keys for 75R— 
115 RFF B.S.S. 

287,500 mild steel two-way keys for SOR 
and 60 RFF B.S.S. 

196,000 non-removable two-way steel keys 
for use with transverse steel 
sleepers for 90R and 75 RFF 
B.S.S. rails. 

287,500 non-removable two-way M.S. steel 
keys for use with transverse steel 
sleepers for 60R and 50 RFF 
B.S.S. 

300,000 dog spikes (b.g.), 53 in. x $ in. 

400,000 _,, » (m.g), 4$in. x § in. 

300,000 ,,  ,, 4} in. x fin. 

50,000 ,, » 4 in. x Zin. 

250,000 ,, » (special), 64 in. x } in. 

150,000 round spikes, 6} in. x 3 in. 

Tenders should reach the Director- 
General of Supplies & Disposals, Shahja- 
han Road, New Delhi, by 10 a.m. on the 
following dates: (a) March 18; (b) March 
19; (c) March 25. A copy of each tender 
document may be inspected at the Board 
of Trade. A further copy is available on 
loan in order of application. The follow- 
ing references should be quoted: (a) CRE/ 
8124//53; (b) CRE/8123/53; (c) CRE/ 
8117/53. 


British Railways, Eastern Region, have 
placed the undermentioned contracts:— 

Matisa Equipment Limited, London: Purchage 
for trials of standard Pettibone Mulliken 
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Model 56 Speedloader Trak-Kleener (for 
clearing spillage in sidings) 

E. Boydell & Co. Ltd., Manchester, 16: 
Supply of Muir-Hill Model 100 shunting tractor 
for Kings Lynn docks. 

A. Edmonds & Co. Ltd., London, E.C.1 : 
Modernisation of office at 110, Victoria Street, 
London, S.W.1, to provide up-to-date ticket 
issuing and enquiry bureau. 


British Railways, London Midland 
Region, have placed the following con- 
tracts:— 

Rimmer Bros. (Liverpool) Limited, Liverpool, 
13: Removal of existing coverings before 
repair of Liverpool Langton Dock Goods Shed 
roof. 

Cheshire Construction Co. Ltd., Bretton, 
Cheshire : Removal of existing coverings and 
re-covering of the Smithy S.W. roof at Crewe 
Works. 

Simms (Builders) Limited, London, E.1 : 
Alterations at Bow Station for parcels accom- 
modation. 

J. H. & W. Bell Limited, Liverpool, 3 : 
Asbestos cement cavity deck roofing, vertical 
sheeting, and rain water pipes at Liverpool 
Huskisson Docks goods depot. 

Leonard Fairclough Limited, Adlington, 
Lancs. : Construction of new footbridges at 
Oakleigh Sidings, Winnington branch, and at 
Wallerscote Sidings, Hartford Junction, on the 
Crewe and Birdswood line. 

B. Y. Jackson & Son Ltd., London, S.W.19: 
Drainage and formation renewal, on the single 
up and down lines from 15 miles 100 yd. to 
15 miles 730 yd. on the Daventry branch at 
Southam & Long Itchington. 


Notes and News 


Transportation Club Monthly Dinner.— 
Mr. C. T. Brunner, President of the Insti- 
tute of Transport, will be the principal 
guest at the March dinner of the Trans- 
portation Club, which will be held on 
Thursday, March 26, at 44, Wilton 
Crescent, London, S.W.1, at 7 p.m. for 
7.30 p.m. 


Crown Agents for the Colonies.—Applica- 
tions are invited for the post of senior 
assistant traffic superintendent required by 
the Government of the Federation of 
Malaya for the Railway Department for a 
tour of three years with prospect of 
pensionable employment. See Official 
Notices on page 279. 


Railway Benevolent Institution—At a 
meeting on February 18 the Board of the 
Railway Benevolent Institution granted 
annuities to 5 widows and 4 members in- 
volving an additional liability of £160 10s. 
per annum. Forty-six gratuities were also 
granted, amounting to £565, to meet cases 
of immediate necessity. Grants made 
from the Casualty Fund during January 
amounted to £795 15s. 


Record Coal Traffic on British Railways.— 
The biggest clearance in one week of deep- 
mined and opencast coal for over three 
years—3,365,210 tons—was accomplished 
by British Railways in the week ended 
6 a.m. on March 2. The week-end figure 
was 423,050 tons. During the week ended 
February 21, 218,742 tons of iron and steel 
from the principal steel works and 298,000 
tons of iron ore were conveyed. 


Railway Students’ Association.—The last 
ordinary meeting of the Railway Students’ 
Association will be held at the London 
School cf Economics, Houghton Street, 
Aldwych, W.C.2, on Wednesday, March 11, 
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at 6.15 p.m. when a paper will be 
sented by Mr. E. R. Gooding. Passenze 
Traffic Manager, Elders & Fyffes, enti 
“ Bananas—Transportation from  P}; 
tion to Consumer.” Mr. S. E. Parkhx 
Chief Officer (Operating), Railway E 
tive, will be in the chair. On Tu 


Grand, Chief Regional Officer, Western 
Region, arrangements have been completed 
for a visit to Bristol. The party will leave 
Paddington by the 9.5 a.m. train and ‘return 
from Bristol at 5.25 p.m. 


Intercontinental Transportation Club 
Gala.—The 1953 railway gala (Nuit Furo- 
péenne de la Locomotive ‘53’) of the 
Intercontinental Transportation Club, 
Paris, will be held at the Cercle Militaire, 
Place Saint Augustin, on March 19. It is 
hoped that General Koenig will be present. 
Tickets, 800 fr. per person, may be 
obtained from the Intercontinental Trans- 
portation Club (formerly the Inter-Allied 
Railway Club), 11 Rue de Milan, Paris 
lle. There will be dancing from 10 p.m. 
to sunrise, and champagne supper wil! be 
obtainable from 12.30 a.m., price 1,100 fr, 


“ Guest” Tickets for Visitors from Conti- 
nent.—Continental visitors to Britain this 
year will be able to buy in their own coun- 
try, before starting their journey, nine-day 
“Guest” tickets allowing unlimited jour- 
neys over British Railways. The tickets 
will cost:— 
Third class 

In France seo fr. 8,250 

In Belgium... sia + Uy fr. 1,200 

In Holland... eee le 90 g. 

In Germany ... isk ‘ 100 M. 

In Switzerland - f. 10 r. — 105 

In Italy ‘ 23,000 I. 15,000 I. 
Another facility offered this year is the 
Travel Unit scheme whereby visitors can 
buy in their own country 500 miles of rail 
travel at a cost the equivalent of £6 first 
class or £4 third class (children: half rate). 
These can be used for seat reservations and 
sleeping car berths as well as for the pur- 
chase of tickets. Facilities are being in- 
troduced enabling passengers from Holland 
and Western Germany to book tickets 
through to principal stations in Great 
Britain. 


First class 
500 


Restoring Services in Southern Region 
Flood Areas.—Work is proceeding apace 
on sea defences adjoining the Southern 
Region Kent Coast main line between 
Faversham and Birchington affected by 
flooding, and trainloads of material are be- 
ing worked to the site daily. The extremity 
of the Sheerness branch in the Isle of Shep- 
pey, between Queenborough and Sheerness, 
was reopened to traffic on March 2, as was 
the line between Faversham and Herne 
Bay: over the latter a shuttle passenger 
service connects with main-line trains at 
Faversham. Principal trains between Lon- 
don and Tranet via Chatham are being 
worked from Faversham over the newly 
reopened spur to Canterbury West, thence 
via Minster. An alternative route to Bir- 
chington and Westgate is provided by a 
special bus service connecting with the 
trains at Herne Bay. The Southern Region 
emphasises that an adequate train service 
will be available for the Easter and sum- 
mer holiday traffic to the Kent Coast. 


Design Exhibition at Charing Cross 
Underground Station.—Lord Latham, 
Chairman of London Transport, opened 
the Design & Industries’ Association’s 
“Register Your Choice” exhibition at 
Charing Cross Underground station on 
February 25. He appealed to the public 
to support the exhibition by voting for one 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Locai Office of the Ministry of Labour or a 
Scheculed Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepred from the provisions of the Notification of 
Vacancies Order, 1952. 
REQUIRED by the Central Railway of Peru two 
Locomotive Assistants preferably single and be- 
tween) 26/30. Qualifications: Full apprenticeship with 
Britis) Railways or i.ocomotive Builders and ex- 
pericnce in one or more of the following: Railway 
Machine Tool Operation. Welding Boiler works, 
Locomotive Running or Drawing Office. Also two 
fully trained Steam Locomotive Engineers aged be- 
30/45. Experience preferably in South 
ca with locomotive running or locomotive 
hops in supervisory positions. A.M.I Mech.E., 
desirable and knowledge of Spanish essential. Apply 
SECRETARY, PERUVIAN CORPORATION LtTD,, 144, Leaden- 
hall Street, London, E.C.3. 


THE “ PAGET ” LOCOMOTIVE. Hitherto un- 

published details of Sir Cecil Paget's heroic 
experiments. Eight single-acting cylinders with rotary 
valve An application of the principles of the 
Willans central-valve engine to the steam locomotive. 
By James Clayton, M.B.E., M.I.Mech.E. Reprinted 
from The Railway Gazette, November 2, 1945. 
Price 2s. Post free 2s. 3d. The Railway Gazette, 
33, Tothill Street, London, S.W.1. 
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OFFICIAL NOTICES 


CROWN AGENTS FOR THE COLONIES 

S ENIOR ASSISTANT TRAFFIC SUPERINTEN- 

DENT required by the Government of the 
Federation of Malaya for the Railway Department 
for a tour of three years with prospect of pensionable 
employment. Salary (including. allowances) payable 
in local currency equivalent at present Government 
rate of exchange to £1,218 a year rising to £2,100 a 
year for single men. Additional allowance up to 
£630 a year payable to married men according to 
salery and dependants. Commencing salary accord- 
ing to age, war service and experience. Free pas- 
sages. Liberal leave on full salary. Candidates 
should have served as special apprentices with a 
Railway and have had considerable subsequent experi- 
ence in Traffic Operating and Commercial Work, with 
a sound knowledge of modern railway rating practice. 
To be eligible for the above salary candidates should 
be Associate Members of the Institute of Transport 
or hold equivalent professional or academic qualifi- 
cations. Those not so qualified would be eligible for 
a salary in a somewhat lower scale, i.e., equivalent 
to £1,197 a year rising to £1,862 a year, exclusive of 
dependants allowance. Apoiy at once by letter, stat- 
ing age, full names in block letters, and full particu- 
lars of qualifications and experience and mentioning 
this paper to the CROWN AGENTS FOR THE COLONIES, 
4, Millbank, London, S.W.1, quoting on_ letter 
M.27696.E. The Crown Agents cannot undertake 
to acknowledge all applications and will communi- 
cate only with applicants selected for further con- 
sideration Applicants serving with British Railways 
would be eligible for secondment and should forward 
their application through their local officers. 


ACCOUNTANT (TRAFFIC AUDITOR) required 
- by the Central Railway of Peru—about 30 years 
of age, -preferabiy single, with general auditing and 
railway accounting experience, knowledge of Spanish 
desirable but not essential. Apply—THE SECRETARY, 
PERUVIAN CORPORATION LTD., 144, Leadenhall Street, 
London, E.C.3. 
NER HISTORY.—Twenty-Five Years of the 
ee North Eastern Railway, 1898-1922. 
R. Bell, C.B.E., Assistant General Manager, 
N.E.R. and L.N.E.R. Companies, 1922-1943. Full 
cloth. Cr. 8vo. 87 pages. 10s. 6d.—The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 





THE GAS-TURBINE LOCOMOTIVE. A techni- 
cal description of the gas-turbine recently con- 
structed by the Metropolitan-Vickers Electrical Co. 
Ltd. for the Western Region, British Railways. 
Subjects dealt with include body construction, bogies, 
traction motors, prime mover, generators and 
auxiliary equipment. A folding plate drawing of 
the locomotive is included together with illustrations 
and diagrams. Reprinted from The Railway Gazette, 
February 1, 1952. Price Ss. Post free Ss. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 


BOUND VOLUMES.—We can arrange for readers’ 

. ,opies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 








of the two furnished living rooms on dis- 
play so that their preference in good de- 
sign could ‘be determined. The two rooms, 
said Lord Latham, were identical in cost 
and in price. One represented what many 
retailers said the public demanded, the 
other what the Association hoped the pub- 
lic would demand if it could see more of 
it. He was sure that the Association was 
right to stimulate public interest and try 
to help the public, the manufacturers, and 
the retailers by supplying some statistical 
evidence of public taste. 


Institute of Transport April Informal 
Luncheon.—The speaker at the informal 
luncheon of the Institute of Transport, to 
be held on Tuesday, April 28, at the 
Connaught Rooms, Great Queen Street, 
W.C.2, will be Mr. John Elliot, Chairman 
of the Railway Executive. 


Institute of Transport.—On Monday, 
March 16, at 5.45 p.m. in the Jarvis Hall, 
R.I.B.A., 66, Portland Place, London, W.1, 
a paper will be read before the Institute of 
Transport on “Developments and Pro- 
spects in British Transport, with Special 
Reference to Railways,” by Mr. A. J. 
Pearson, Chief Officer (Administration), 
Railway Executive. 


Vickers Limited Dividends.—The following 
final dividends have been declared by 
Vickers Limited in respect of the 
year 1952: 24 per cent actual, less 
income tax, on the preferred 5 per cent 
stock; 24 per cent actual, less income tax, 
on the 5 per cent preference stock; and 
£2 Is. 3d. net per £100 stock on the cumu- 
lative preference stock, Payment will be 
made on March 27. 


Weekend Cruises by ss. “ Falaise.”—Week- 
end cruises by the Southern Region cross- 
Channel steamer Falaise will be resumed 
on May 8. The programme for 1953 in- 
cludes cruises from Southampton to Havre, 
Jersey, Guernsey, St. Malo, and up the 
Seine to Rouen. Five cruises have been 
arranged for this season, passengers 
leaving Waterloo by special train at 7.20 
p.m. each Friday evening for South- 
ampton, arriving back in London at 9.28 
a.m. the following Monday morning, A 
long Whitsun Week-end Cruise, which in- 
cludes visits to Guernsey, Jersey, and St. 
Malo, will leave London on Friday, May 
22, and return on Tuesday, May 26. 


Bookings for the cruises began on 
March 2; tickets are obtainable on appli- 
cation to the Continental Inquiry Office, 
Victoria Station, the Docks & Marine 
Manager, Southern Region, Southampton 
Docks, or at principal travel agencies. 


Britain and Africa: Prospects for Tourist 
Traffic.—Mr. James Maxwell, General 
Manager of Thos. Cook & Son, Ltd., and 
Chairman of the Association of British 
Travel Agents, who recently returned from 
a 15,000-mile tour of Egypt, East Africa, 
the Rhodesias, and South Africa, on 
February 27 foretold a great future for 


Newspaper Quoted on Railway Poster 
(See editorial note, page 254) 
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tourist traffic from South Africa to the 
British Isles, which was a most important 
contribution to national wealth. There 
was, he considered, scope for increased 
transport both by sea and air to and from 
South Africa. The present rulers of Egypt 
were anxious to re-establish that country as 
a tourist resort, though generally on a less 
de luxe basis than before 1939. Mr. Max- 
well advocated decimalisation of the 
British coinage and adoption in U.K. of 
the 24-hour clock system. 


Extra Coal Costs for London Transport.— 
The increase in coal prices announced on 
February 21 will mean an additional cost 
to London Transport of £163,000 in a full 
year, in respect of the coal which it pur- 
chases. 


The Institution of Locomotive Engineers: 
Visit to Works of Pressed Steel Co. Ltd.— 
A meeting of members of the Institution 
of Locomotive Engineers and their guests 
will be held at the works of the Pressed 
Steel Co. Ltd., Cowley, Oxford, on Tues- 
day, March 24, by invitation of the 
directors. The party will travel by special 
train leaving Paddington at 9.55 a.m., 
arriving at Oxford at 11.11 a.m., where 
they will be met by motor coaches to 
convey them to the works of the Pressed 
Steel Co. Ltd. of Cowley. There they will 
be received by the directors of the com- 
pany and entertained to luncheon at 12.30 
p.m., after which they will be taken on a 
tour of the works. The return journey 
will be made by special train due Padding- 
ton at 6.10 p.m. 


Tourist Prospects for Coronation Year.— 
The first statistics for 1953 issued by the 
British Travel & Holidays Association 
show that more than 25,000 overseas 
visitors arrived in Britain during January, 
a slight increase over the same month last 
year. Of the total arrivals 14,000 were 
from European countries, 6,500 from the 
Commonwealth and Empire, and just over 
3,600 from the U.S.A.; American traffic 
was 8 per cent over January, 1952. There 
was a substantial increase in arrivals from 
Germany and Austria, with a slight | 
decrease for most other European 
countries. The Association estimates a 
total of 800,000 overseas visitors during 
Coronation year, with earnings, including 
fare payments to British shipping and air- 
lines, of about £125 million. 
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Forthcoming Meetings 


March 10 (Tue.).—Permanent Way Institu- 
tion, Leeds and Bradford Section, in 
the British Railways Social & Recrea- 
tional Club, Ellis Court, Leeds City 
North Station, at 7 p.m. Paper on 
“Relaying in Single Line Tunnels,” 
illustrated with lantern slides, by Mr. 
W. Cliffe. 

March 10 (Tue.).—Institution of Railway 
Signal Engineers, at the Institution of 
Electrical Engineers, Savoy Place, Vic- 
toria Embankment, London, W.C.2, at 
6 p.m. Informal discussion on “ Plan- 
ning and Execution of Major Signal- 
ling Changeovers,” introduced by Mr. 
C. F. Challis. 

March 10 (Tue.)—South Wales & Mon- 
mouthshire Railways & Docks Lec- 
ture & Debating Society, in the Angel 
Hotel, Westgate Street, Cardiff, at 6.30 
p.m. Paper on “ Transport in Northern 
Rhodesia,” by Mr. H. J. Thom. 

March 10 (Tue.).—Institute of Transport, 
Metropolitan Graduate & Student 
Society, at 80, Portland Place, Lon- 
don, W.1, at 6.15 p.m. Paper on 
“Claims and Packaging Organisation 
of the Railway Executive,” by Mr. 
W. A. Forrest (Graduate). 

March 10 (Tue.).—Railway Service Christ- 
ian Union, in the L.M.R. Staff Dining 
Hall, Cardington Street, Euston, 
N.W.1, at 6.15 p.m. Monthly meet- 
ing. Speaker, Mr. A. A. T. Farria, 
Bank of England C.U. 

March 10 (Tue.).—Instifute of Transport, 
Yorkshire Section, at the Great North- 
ern Hotel, Leeds, at 6.30 p.m. “The 
Laws of Economics as Applied to 
Transport,” by Mr. E. R. L. Fitz- 
payne. 

March 11 (Wed.).—Institute of Transport, 
Southern Section, at the Harbour 
Board Offices, Southampton, at 5.45 
p.m. Paper on “Containers and 
Door-to-Door Delivery Problems,” by 
Mr. C. F. Klapper. 

March 12. (Thu.).—British Railways, 
Western Region, Lecture & Debating 
Society, in the Headquarters  Stafl 
Dining Club, Bishop’s Bridge Road, 
Paddington, W.2, at 5.45 p.m. Read- 
ing and Discussion of Prize Essay, 
preceded by Annual General Meeting. 

March 12 (Thu.). British Railways, 
Southern Region, Lecture & Debating 
Society, Visit to the Post Office Rail- 
way, Mount Pleasant, London, E.C.1, 
at 6 p.m. 

March 12 (Thur.).—Institute of Transport, 
Irish Section, at the Institution of 
Civil Engineers of Ireland, Dublin, at 
5.45 for 6.15 p.m. Inaugural meeting 
of the Section and visit of President. 

March 13 (Fri.).—Institute of Transport, 
Northern Ireland Section, at the Mid- 
land Hotel, Belfast, at 7 for 7.30-p.m. 
Annual Dinner and visit of President. 

March 13 (Fri.).—Stephenson Locomotive 
Society, Scottish Area, at the British 
Railways’ Offices, 302. Buchanan 
Street, Glasgow, at 7 p.m. Illustrated 
lecture on “The Railways of Hol- 
land,” by Mr. D. L. G. Hunter. 

March 14 (Sat.).—Permanent Way _In- 
stitution, East Anglia Section. Visit to 
Yarmouth Southtown Reconstruction 
of Station Layout, at 2 p.m. 

March 14 (Sat.).—British Railways, South- 
ern Region, Lecture & Debating 
Society, at 9 a.m. Visit to the Works 
of G. A. Harvey & Co. Ltd., Anger- 
stein Wharf. 

March 14 (Sat.).—Stephenson Locomotive 
Society, Edinburgh Centre, at 25, 
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Charlotte Square, at 3 p.m. Paper on 
“Standard Gauge Railways of Swit- 
zerland,” by Mr. F. A. Plant. 

March 17 (Tues.).—Railway Students’ 


Association, by courtesy of Mr. 
K. W. C. Grand, Chief Regional 


Officer, Western Region; visit to 
Bristol. 
March 18 (Wed.).—Institution of Loco- 


motive Engineers, at the Institution of 
Mechanical Engineers, Storey’s Gate, 
St. James’s Park, London, S.W.1, at 
5.30 p.m. Annual General Meeting, 
followed by a paper on “ Organisation 
and Control of Locomotive Repairs 
on British Railways,” by Mr. R. C. 
Bond, Vice-President. 


March 6, 1953 


March 18 (Wed.).—British Railways, South- 
ern Region, Lecture & Debating 
Society, at the Chapter House, §t. 
Thomas’ Street, London, S.E.1, at 5.45 
p.m. for 6 p.m. Reading of prize- 
winning essays and presentation cf the 
prizes. Mr. C. P. Hopkins will be jn 
the chair. This meeting will be fol- 
lowed by the Annual General Meet- 
ing. 

March 19 (Thu.).—Locomotive & Carriage 
Institution of Great Britain & Eire, at 
the Board Room, Railway Clearing 
House, 163, Eversholt Street, Lovdon 
N.1, at 7 p.m. Paper on “ Building of 
a Castle Class Locomotive,” illustrated 
with film and lantern slides, by Mr, 
S. C. Millard. 








Railway Stock Market 


The strength of British Funds has been 
a feature of stock markets, where the latest 
gold and dollar reserve figures helped senti- 
ment. It is widely assumed that important 
decisions will result from the visit of Mr. 
Eden and Mr. Butler to the U.S.A., which, 
‘however, is not expected to bring any 
early increase in the convertibility of ster- 
ling; but discussion on these lines may 
lead the U.S.A. to sponsor a plan for wider 
convertibility of leading European cur- 
rencies with a view to helping expansion in 
their dollar reserves. Industrial shares 
have also been prominent again, with 
hopes of a tendency towards a less con- 
servative dividend policy and talk that the 
Budget may provide a measure of tax re- 
lief in respect of profits earned in export 


markets. Hopes of the latter have been 
helped by the recommendations in the 


interim report of the Royal Commission on 
Taxation, which should not mean any large 
loss of revenue to the Treasury and should 
provide a good incentive to companies 
earning profits abroad and overseas. 

Overseas and foreign rails were rela- 
tively quiet but individual features of 
strength were not lacking. White Pass & 
Yukon no par value shares remained 
prominent up to $29 on talk of a possible 
bid for control, which it is still assumed 
in the market, would have to be well over 
the current price of the shares in view of 
the scope for big expansion in the railway’s 
earnings as time proceeds. The 5 per 
cent convertible debentures were also 
active and higher at £102 as they move 
closely with the trend in the shares. 

In contrast, most Canadian dollar stocks 
have been inclined to ease, partly because 
it is being assumed that, if in the future 
the £ were made freely convertible, the 
existing dollar premium would decline, 
which would mean lower prices for dollar 
stocks over here. Nevertheless, too much 
importance should not be attached to this 
possibility. for the dominating influence on 
dollar stocks is the trend of New York 
markets. Canadian Pacifics have eased 
slightly to $563 at the time of going to 
press, but the 4 per cent non-cumulative 
preference steck has remained steady at 
£64 with the 4 per cent debentures £794. 

Further evidence that some speculators 
are willing to buy the old Russian railway 
bonds was again provided, for business at 
10s. was recorded in Russian South 
Eastern, while dealings up to 10s. were also 
shown in Armavir-Touapse, and Black 
Sea Kuban marked 6s. 3d. 

Chilian Northern 5 per cent debentures 
changed hands at 26} and Guayaquil & 


Quito first bonds up to 38. Antofagasta 
stocks showed a firmer tendency with the 
ordinary at 9}, the preference 494, while 
the 4 per cent debentures marked 48 and 
the 5 per cent Boliva debentures 653. 

After the latest reports from Manila, 
Manila Railway stocks showed rises of up 
to 9 points in the “A” debentures at 84 
while the £1 preference shares were 10s. 

The ordinary shares are regarded as 
having possibilities for the future because 
they might receive a favourable distribu- 
tion when the operating company clears 
off the big arrears of interest on its bonds 
which are the sole asset of the Manila 
Railway Co. It is moreover assumed in 
the market that, if in the future the Manila 
Railway Company were to decide on volun- 
tary liquidation, the ordinary shareholders 
might receive well over the present market 
price of the shares. 

Mexican Central “A” debentures were 
64. United of Havana issues were again 
quiet with the “A” stock 52, the “B” 48, 
the second income stock 16, and the con- 
solidated stock 2. Elsewhere, Nitrate Rails 
shares were 21s. and Taltal 14s. 9d. Barsi 
Light Railway stock marked 121. Dorada 
ordinary stock was 50 and Costa Rica ordi- 
nary was quoted at 9 with the first mort- 
gage debentures 59. 

Among road transport shares, South- 
down were 29s. 9d., West Riding 34s. and 
Lancashire Transport 43s. B.E.T. deferred 
stock came back to 490 after their recent 
rise. 

Engineering and kindred shares were 
slightly less firm despite hopes that ration- 
ing of steel may be ended later in the 
year. A talking noint in the City is whether 
Vickers, Cammell Laird, John Brown, and 
other companies which are expected later 
on to have a chance to repurchase their 
former steel interests after decentralisation, 
will decide to conserve resources and not 
increase dividends at this stage. Vickers 
eased to 47s. 6d. although the dividend is 
due shortly, but Cammell Laird 5s. shares 
strengthened to 13s. 3d. on market hopes of 
an increase in their forthcoming dividend. 
Guest Keen were 55s. 3d.. T. W. Ward 
eased to 78s. 3d. and Thornycroft to 
Sis. 3d. Ruston & Hornsby were 40s. 94. 
and Tube Investments 62s. 44d. 

Beyer Peacock again showed firmness 
at 35s. 3d., Birmingham Carriage were 
34s. 104d.. Hurst Nelson 42s. 6d. and 
North British Locomotive 15s. 104d. 
Central Wagon were 65s. 9d., Vulcan 
Foundry 25s. 3d., Gloucester Wagon 10s. 
shares 12s. 3d., Charles Roberts 5s. shares 
20s. and Wagon Repairs 5s. shares 12s. 3d. 





